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Contributions. 


World Politics in the Passenger Department. 








To the Editor of the Railroad Gazette: 

The Travelers’ Official Guide, in its January issue, 
makes the remark that ‘“‘whatever may be the polit- 
ical views of Passenger Traffic Manager B. W. 
Wrenn, of the Plant System, upon the subject of 
expansion and imperialism, at all events the depart- 
ment under his control is ready for the emergency.” 
This is in regard to the Spanish vocabulary issued 
by the Plant System. 

This was the first intimation that I had had that 
Mr. Wrenn’s political views were peculiar; but turn- 
ing to page 800 of the same publication, I find the 
statement that “the Plant Steamship Line ships 
ply between the ports of three great nations: United 
States, England (Dominion of Canada), and Spain 
(Cuba).” 

If Mr. Wrenn’s political views really demand such 
a statement, we must admire his consistency in 
making it; but it is painful to learn that Havana 


is still a port of Spain. 





Mr. Wright’s “Draw Spans.” 





Wilmington, Del., Jan. 10, 1899. 
To the Editor of the Railroad Gazette: 

I notice in your issue of the 6th a review of my 
recent book on draw spans. Some of your criticisms 
are just, and some are utterly without foundation. 
I mean just this. It is unfortunate that a paper 
like the Gazette cannot at least be just. 

That there are errors, typographical and other- 
wise, I admit. That there are more than in the 
first edition of any similar work I do not admit, 
and would be glad to have you prove, as you have 
made the statement. 

Your reviewer ought to know, but apparently does 
not, that the use to which a roller is put determines 
to some extent the unit stress allowed. Your re- 
viewer states that a man may know little of a bridge 
and nothing of making a book. You will pardon me 
if I say a man may review a book and know little 
of his subject. 

I have used what I considered valuable matter 
wherever I have found it, and have endeavored to 
give credit where due. I am perfectly willing to 
leave the charge of having padded the book to those 
who may use it. They will be fair judges of the 
utility of the material given. The formule for 
shafts, which are criticised as “incorrect and ab- 
surd,” are from one of the best-known engineers in 
this country. No doubt he will now discard them. 

As you have reviewed the book so fairly you surely 
will be fair enough to give me the opportunity of 
saying just how fair and how valuable I believe 
your review to be. CHAS. H. WRIGHT. 


[The first specification under the above charge 
need not be discussed, for the review did not state 
that the book contains more errors than the first 
edition of any similar work. The second is a bad 
point for the reviewer, who evidently did not grasp 
the idea that the strength of a roller should vary 
with its diameter in a lattice span, and with the 
square root of its diameter in a plate girder span. 
The last specification we are glad to dismiss by of- 


fering to publish the demonstration of the curious 
formule for shafts, whose origin is now so mys- 
terious. Seriously, however, we feel that the au- 
thor’s vision of the ignorance and injustice of our 
reviewer is a hasty one, which reflection will dissi- 
pate. Reviewers are not infallible, but we take 
good care that those who write in our columns shall 
be authorities in their respective departments and be 
of just and generous mind.—Editor Railroad 
Gazette. ] 








A New Signal Term. 





To the Editor of the Railroad Gazette: 

The description of the block signals on the Atchi- 
son, Topeka & Santa Fe, published in the Railroad 
Gazette of Dec. 28, contains a text for further re- 
marks on the use of the same name for the indica- 
tion of a distant signal ‘‘on” and the caution indi- 
cation of a home signal. In that article the word 
“caution” is used for both indications—be it said, so 
far as the distant is concerned, quite in accordance 
with the definitions of the American Railway As- 
sociation, adopted 1897, and the practice of various 
signal and other railroad officers. 

It remains a fact, however, that proceeding with 
caution and preparing to stop at a home signal are 
two entirely different matters from the point of 
view of an engineman’s acts and state of mind. 
Without going into the line of argument on this sub- 
ject offered through the columns of the Railroad Ga- 
zette in December, 1894, it may be said that it is 
quite desirable to avoid the indiscriminate use of the 
term caution for these two signal indications. 

As I seem to be very nearly a minority of one in 
objecting to a confusion of terms respecting distant 
and caution signals, it might very well be said that 
something more than a mere protest would be in or- 
der. I shall, therefore, propose a word which, al- 
though not applying to distant signals alone, will, if 
it meets with favor, fill one of two or three gaps in 
our list of signal terms, and possibly make a special 
word for the distant signal indication unnecessary. 
Anyone that has had much to do with signals must 
have felt the lack of a general word, adjective and 
verb, signifying the horizontal position of any sema- 
phore (and the corresponding night indications), or 
movement to that position. It has been necessary to 
use constantly such clumsy, ill-assorted expressions 
as “put the signal to danger,” “the home signal was 
at danger,’ or such roundabout ones as “the danger 
position of the signal,” “the distant signal must be 
restored to the caution indication.” Compared with 
the simple, brief expressions relating to the other 
indication, as “clear the signal,” “the signal was 
clear,” the first are unsatisfactory enough. 

After a search for something as short and con- 
venient as the word “clear,” the words “close” and 
“closed” were selected as being fairly suitable in 
meaning. A horizontal semaphore, at least a home 
signal, may be said to close a track to the passage 
of trains as a gate closes a road. Using these 
words, an operator may be instructed to close his 
signals; an engineman report that he found a closed 
distant signal and a clear home, or that both signals 
at a certain point were closed. 

It may be objected that the American Railway As- 
sociation has fixed upon certain names for the in- 
dications of signals—stop signal, caution signal and 
clear signal, and that, although caution signal may 
be an unsatisfactory name for one indication of a 
distant signal, the proposed terms, being applicable 
to home as well as distant signals, do not furnish a 
substitute. But the fact is it is likely to be diffi- 
cult to make the name “caution signal” apply solely 
and definitely to the indication of a closed distant 
signal. Caution signals are still given with flags 
and hand lamps; it is pretty certain, too, that three- 
indication home signals are going to be with us for 
a long time to come, and the word caution is likely 
to cling to one of these indications. In practice, 
then, it will nearly always be necessary to couple 
the name of the indication with the name of the par- 
ticular fixed signal referred to in each case, in order 
to convey definite information. The new term, how- 
ever, combined in the same way, would convey in- 
formation with equal precision and brevity. When 
we have spoken of a closed distant or a closed home 
or a closed advance signal we have expressed our 
meaning fully, and it is a question whether there is 
a pressing need of a specific term for the distant 
signal indication. If it is a question of stating the 
meaning of a closed distant signal, that cannot be 
done with one word. If we say that it means cau- 
tion we hardly give any information at all; it means, 
“stop at the home signal,” or, perhaps, better still, 
“be ready to stop at the home signal.” 

Cc. C. ANTHONY. 








Annual Reportof the Interstate Commerce Commission. 





The Interstate Commerce Commissicn has issued 
a synopsis of its twelfth annual report, which has 
just been sent to Congress. The report opens with 
a chapter on the difficulties encountered by the Com- 
mission in the enforcement of the Act to Regulate 


Commerce. This chapter is chiefly a renewal of the 
recommendations concerning additional legislation 
which were made in the eleventh annual report. 
Having thus repeated their views, the commissioners 
feel that their duty is discharged. They go on to de- 
scribe with accuracy and fullness the intolerable 
conditions now prevailing in the traffic world, al- 
though cars are in many cases scarce, the contest for 
tonnage never seems relaxed; great reductions are 
made in rates, but mainly to heavy shippers. In- 
stances are cited to illustrate this general condition. 
At St. Paul, last March, the Commission found that 
secret rebates were paid to large shippers of flour 
after the goods had gone forward and the consignee 
had paid the tariff rate. Some shippers received 
larger rebates than others. At Portland, Ore., the 
Commission found violent fluctuations in freight 
rates to the Missouri River and farther east. Secret 
rates generally prevailed, and “transportation was 
sold to the lowest bidder.” These cases, however, 
could not be taken into court because the witnesses 
had destroyed their records and were unable te re- 
call specific transactions. These and other investiga- 
tions made by the Commission are held to indicate 
the payment of unlawful rebates by many carriers, 
and it is believed that such disbursements are fre- 
quently so adroitly covered in railroad accounts as 
to escape detection by the casual examiner. At Sa- 
vannah, Ga., it was found that a large concern 
shipping turpentine had built a large number of 
oil tank cars to carry 6,500 gallons, and had certified 
to the roads that their capacity was 6,000 gallons, 
and large consignments of turpentine had been made 
during the year on this basis, 3,500 lbs. thus going 
free. The turpentine went to the North, and the cars 
frequently returned loaded with petroleum. The 
report then goes on with an account of secret coal 
rates on the Chesapeake & Ohio, which were re- 
cently reported in the Railroad Gazette. 

The report then discusses traffic associations, and 
says among other things that in every instance, in- 
cluding that of the Joint Traffic Association, the ob- 
ject was to substitute the will of the Association for 
the will of the individual member. But the fact that 
the Joint Traffic Association did not succeed in this 


appears to be recognized, for in the next line it is 
said that its orders were seldom enforced. “The 
want of legal sanction was always the inherent 


weakness of these associations. The relief sought 
by the railways is, therefore, much more than ex- 
emption from the anti-trust law or repeal of the anti- 
pooling section, and the real question now is whether 
the carriers shall be granted a right of contract 
which they never possessed. Agreements be- 
tween carriers in regard to rates are indispensable 
to the stability of rates and to the proper adjust- 
ment of reasonable and non-discriminating rates. 
Moreover, when rates have once been established, 
the act itself requires that they shall be observed 
until changes are announced in the manner provided; 
and it certainly ought not to be unlawful for car- 
riers to agree and confer for the purpose of doing 
what the law enjoins.” 

Competition, legitimate and illegitimate, is dis- 
cussed at length; and it is declared that under the 
present law existing evils cannot be controlled; “the 
criminal remedies have been applied and some con- 
victions have been had, but no substantial effect has 
been produced, and no satisfying results can be ob- 
tained from that course. The fact may be morally 
certain, but the name, the date, the amount, cannot 
be shown with the particularity and certainty re- 
quired by criminal law. If unrestricted competition 
produces discrimination, one obvious way to prevent 
such discrimination is to restrict competition. 
Whether existing conditions would be improved by 
legalizing railway contracts would depend upon the 
extent to which the agreements were made and 
actually enforced by the carriers. $0 far as the 
Commission can obtain information, there is at pres- 
ent no other great nation which endeavors to en- 
force competition between its railways, although in 
many cases that method has been tried and aban- 
doned. But just as no other great nation to-day 
enforces competition between railways, so there is 
no other great nation to-day which does not regu- 
late and control railway rates. If this country is to 
change its theory of railway regulation, it should 
adopt the new theory in its entirety. Carriers ask 
authority to combine, in order to fix and maintain 
reasonable rates. But who shall decide what rates 
are reasonable? Shall it be left to the carriers to 
fix their own rates, or should the people who grant 
this extraordinary privilege reserve to themselves 
the right to determine this question? . The 
evils attendant upon restricted competition night be 
greater than the benefits derived from it. The rate 
should be reasonable as well as stable «d uniform, 
and hitherto competition has been }.ainly relied 
upon for that purpose. Now, if competition is to 
be removed, what is to take the place of it?” 
The views of the Commission have been stated re- 
peatedly already. The powers asked by the Com- 
mission would simply enable it to make all rates rea- 
sonable and just, as required by the first three sec- 
tions of the law. If the present Commission is not 
qualified to discharge the trust asked for, then a 
more competent tribunal should be created. If pool- 
ing is to be permitted, there is no use in taking half 
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way measures, but if the railroads are given the 
desired powers, it might be well to limit their priv- 
ileges to a certain number of years, and the con- 
tracts and all done under them should be open to 
public inspection; and it might be well if the public 
were to appoint one or more of the Board of Man- 
agers. 

Various complaints about rates have been dealt 
with during the year, but the rulings of the Supreme 
Court have defeated or embarrassed the work in 
many cases. Rates which may appear to be reason- 
able in themselves may be found unreasonable when 
compared with rates on other roads between other 
cities, and the only remedy may be to prescribe mini- 
mum rates on the other road (not the one complained 
of). The Commission has had to dismiss some com- 
plaints under the long and short haul section, be- 
cause the Supreme Court has held that railroad 
competition must be considered in such cases; but 
with the freedom thus permitted by the court rail- 
roads may adopt rates violently discriminative. The 
repoyt here discusses the Canadian Pacific passenger 
rate differentials, which matter is already familiar 
to our readers. The regulation of storage rates in 
freight houses is also reported. 


Under the head of court decisions the Joint Traffic 


Association case, the Nebraska maximum freight rate 
case and the recent decision of Judge McCormick in 
Texas are set forth. The United States Circuit 
Court in Tennessee upheld the order of the Commis- 
sion forbidding higher rates from eastern points to 
Chattanooga than to Nashville; but in two cases in 
the Federal courts in Georgia orders by the Commis- 
sion of this kind were not enforced. In both of these 
Georgia cases the court held competition between 
the carriers to be a controlling factor, and appar- 
ently gave little or no consideration to other im- 
portant features of the case. The Commission says: 

“If it should finally turn out that competition is to 
be the dominant factor in justifying the lower longer 
distance charge, it must follow that the Commission 
can exercise no effectual supervision over rates under 
that clause, for the carriers determine when compe- 
tition shall exist and the extent to which it shall 
operate, and they could therefore create the con- 
ditions which justify a departure from the long and 
short haul rule. The court also decided that if the 
higher rates for the shorter than for the longer dis- 
tance did not violate the fourth section they could 
not be considered unduly preferential under the third 
section, and still another ruling was to the effect 
that if the rates were reasonable ‘in and of them- 
selves” they did not violate the first section. The 
relation of the rates to each other, their relative rea- 
sonableness, received practically no attention in 
either case. If these rulings should be upheld, it 
must result that longer and shorter distance rates, 
which are not obnoxious to the fourth section, are 
also lawful under section 3, no matter how ereat 
the disparities retween the charges may be, anG that 
the words ‘reasonable and just’ in section 1 do not 
apply to the relation of rates to the competing com- 
munities. The effect would be that if competition 
controls the longer distance rate under section 4 the 
carrier is practically the sole judge as to the extent 
of the rate discriminations it may enforce against 
the intermediate localities. The decision of the 
court in the Chattanooga case, above mentioned, is 
based upon altogether different views.” 

The report also mentions a decision rendered un- 
der the Kentucky long and short haul clause, which 
is identical with section 4 of the Federal law. The 
State Court of Appeals declined to follow the ruling 
of the United States Supreme Court in the Troy case, 
and held that railroad competition should be ex- 
cluded from consideration in determining whether 
the transportation for the longer or shorter distances 
is or is not under substantially similar circumstances 
and conditions. A number of other judicial rulings 
are noted under this head of the report, 

The number of formal proceedings before the Com- 
mission has been 27, involving the rates of 249 car- 
riers. Fifteen civil cases are pending in the United 
States courts to enforce orders of the Commission. 

The Statistician’s preliminary report for the year 
ending June 30, 1898, reports the earnings and in- 
come of operating railroads whose returns were re- 
ceived before Dec. 1 as follows: 

Mileage (97 per cent. of total).........cccccccsecs 
Gross earnings 
TOMOTRLINE GEPORESE oovcccecesccsnsvccecsses onetvaas 
Net earnings 
EE AEDS 555 os kninies sv asscusedconaveseashbeseuess 39,508, 


Total income 
Deductions (inc. taxes $41,699,348)...........cceee 358,189, 202 
Balance 
Dividends 
RIE ais ac boos oe shasa encan sekcndbentnoeseueeebanace 42,604, 

DSRCit MROCORINE YORE oocsccccevosnevwcccnsccecees 1,412,399 


The present report, being confined to operating 
roads, does not include the dividends declared on 
the stock of lines operated under lease, and on this 
account does not show the total amount of divi- 
dends declared during the year by all railroad com- 
panies. The dividends declared by the operating 
roads embraced in this report, as stated above, were 
$6,839,337 in excess of those declared for the previous 
year ending June 30, 1897. 

The action of the Commission under the safety 
Returns showing prog- 
with brakes and 


Rete e ween enna ee Se eereeeeseeeersereseseee 


appliances law is reported. 
equipping freight cars 


ress in 


couplers for Dec. 1, 1898, are not yet filed, but it is 
believed that they will show reasonable progress and 
indicate the probability of full provision of automatic 
couplers and the required number of train brakes on 


1900, the date when the extension order 
Thousands of cars have been inspected 


January 1, 
will expire. 


during the year, but comparatively few were found 
not to be in conformity with the law in respect to 
drawbars and handholds. With regard to a sugges- 
tion that the Commission should increase the maxi- 
mum height of drawbars from 34% to 35 inches, the 
Commission says that the standard height of 34% 
inches was designated by the American Railway 
Association under authority expressly conferred by 
the Safety Appliance Act, and having been so fixed, 
in conformity with the act, it can only be changed 
by the action of Congress. 

The number of employees killed during the year 
ending June 30, 1897, was 1,034 fewer than in the year 
ending June 30, 1893 (2727—1693), while the diminu- 
tion in the number of men employed was only about 
6 per cent. In coupling and uncoupling cars the 
number of men killed was 219 less than in 1893, this 
number, as well as the number injured from that 
cause, having been reduced practically one-half in 
the four years. The reduction in the number of cas- 
ualties from all causes largely exceeded in a single 
year the entire casualties during the late war. 

“Figures submitted by a leading railroad company 
indicate that the automatic coupler will save a very 
large sum annually in comparison with the expense 
incurred in former years in applying and maintain- 
ing the link-and-pin type, and this does not include 
the reduced cost to the roads resulting from fewer 
suits for damages by injured employees.” 








The Weakest Point in Rail Joints. 





By John King.* 

A question in connection with rail joints which 
seems to receive insufficient attention from most 
students of the subject is that of the strength of bolts 
required in the splice-bars to hold them up to their 
work on the rail joint. After dealing with the usual 
difficulties with rail joints, and after many years’ 
experience with different kinds of fastenings, I find 
that the strength of the two inner bolts in the 
splice-bar and the nearness of these bolts to the 
rail ends are the two most important points in all 
rail joints. 

The two bolts at the rail ends have practically 
all the work to do. If they are not strong enough 
to resist the strain caused by the suddeuly applied 
loads of passing trains they are stretched and so 
become loose; the rail ends then get hammered and 
the splice-bars bent. No engineering structure de- 
pends so much on bolts for its security and preser- 
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roadmen often screw up the nuts too tightly on 
bolts which are not strong enough for the work. 

Possibly the fear of weakening the rail by mak- 
ing a large hole through its web may be one cause 
why bolts have remained so long small in diameter, 
but I never knew of a rail breaking through the 
end hole; and only the end hole need be large. 

I do not find long splice-bars good or necessary 
if the bolts are strong enough and the bars as thick 
as can be got in, with a good fit on the head and 
flange of rail. There is nothing to be gained by stif- 
fening the rail away from the joint. Again, I do 
not find angle-bars superior to the older fish-plate; 
the additional metal in the angle-bar is not in the 
proper place to give proportionately greater strength. 

I have a length of road laid with the rail ends 
cut to an angle of 75 degrees. This angle gives a 
sufficient lap, and does not weaken the rail end. The 
joints are absolutely unobserved when riding over 
them in a train. The rails are connected by fish- 
plates with bolts as strong as possible in the inner 
holes. This of itself insures a good joint, though it 
is difficult in cold weather to get altogether rid of 
the joint click with long rails cut square at the 
ends, however closely butted they may be laid. 

The accompanying drawing will serve to illustrate - 
the ideas of rail joints and fastenings here set forth, 
and in the following table I have shown diameters of 
fish-plate bolts and their distances apart, from cen- 
ter to center, suitable for rails of different sizes: 


Distance 
Distance bet. 
Dia. of Dia.of between inner Distance 
Height inner outer inner and out- between 
of rail. bolts. bolts. bolts. er bolts. outer b’lts. 
In. In. In. In. In. In. 
3 to3% h 3% 4 11 
314 to 4 1 h 346 41 
4 to4% 1% 1 3% 5 18% 
4% to5 1% 1% 4 5% 15 
5 to5% 1 1% 4%, 6 16% 
516 to6 1 1% 4% 6 16% 








The Chesapeake & Ohio Canal. 





On Feb. 7 the Board of Public Works of the state 
of Maryland will open bids for the sale of the state’s 
interest in the Chesapeake & Ohio Canal. The action 
of the Board in advertising for bids has aroused a 
good deal of discussion as to the present value of 
the canal and its business prospects for the future, 
and it is said that the Reorganization Committee of 
the Baltimore & Ohio RR. is planning to buy it, in 
order to make sure that it shall never become a 
powerful competitor for the coal carrying trade. This 
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King’s Rail Joint, 


vation as a rail joint, and yet I constantly see il- 
lustrations of rail joints where first-class rails of 
from 85 Ibs. to 100 lbs. per yard are fastened with 
trifling bolts of % in. or 1 in. in diameter, when 
they should be of 1% in. or 1% in. 

The distance to the joint from the first bolt on 
either side should be as short as possible, so that the 
splice bars may be held firmly at the rail ends, where 
the greatest strain is, and thus support the head of 
the rail end. This also allows as little leverage as 
possible to the forces which tend to stretch the 
bolts. In your issue of Aug. 26, the Road Masters’ 
Association recommends a distance of 3 in. from 
the end of the rail to the first bolt, or 6 in., center 
to center, of all the bolts. This is too much for 
the two middle bolts; a distance of 4% in. is suf- 
ficient for the largest sizes of bolts and rails, while 
smaller sizes can do with less. 

From the number of lock nut devices that are ad- 
vertised, it appears that it is not generally known 
that a splice-bar bolt stretches first, and is already 
loose before the nut begins to slack back. If a nut 
is a good moderately tight fit on a bolt, it does not 
slack back at all. Splice-bar bolt nuts should be 
square, and the ballast should come up to touch the 
nut. 

By using strong, substantial bolts that do not 
stretch, the nuts may be screwed up firmly till the 
bars and rails are “iron to iron,” and yet not be 
forced so tightly as to hold the rails as in a vice 
and prevent all movement of expansion. I find that 


*Engineer of the Carrizal ’ 
Ne —yce® & Cerro Blanco Railroad 





railroad, and interests friendly to it, own considera- 
ble quantities of the bonds of the canal, so that at a 
public sale the road could afford to bid a higher price 
than is likely to be offered by any other party. 

The Chesapeake & Ohio Canal extends from Cum- 
berland, Md., to Georgetown, D, C., 184 miles. It lies, 
for most of the way, close to the Potomac River, but 
much of the country through which it passes is not 
conveniently accessible by railroad, and therefore the 
boats afford the best communication with markets 
for a large number of farmers. During the two years 
following the flood of 1888, when the canal was not in 
working order, farm products declined 25 per cent. 
in value in Washington and Allegany counties. The 
principal traffic of the canal, however, is coal, from 
the Cumberland district to Georgetown, where it is 
transferred to vessels to be carried to eastern cities. 

The canal company was chartered about the year 
1824, with a total capital of $11,000,000, subscribed by 
the United States Government, the cities of Wash- 
ington, Georgetown and Alexandria, the states of 
Maryland and Virginia, and individuals. The state 
of Maryland originally furnished $8,300,000. The first 
sod was turned by President John Quincy Adams. 
The canal was finished to dam No. 6 in 1843 and to 
Cumberland a short time after. In 1844 bonds amount- 
ing to $1,700,000 were issued and made a lien on the 
revenues of the canal. Political management, how- 
ever, wasted the earnings of the canal throughout a 
large part of its earlier career, and the 1844 bond- 
holders are said never to have received any interest, 
except in 1871 and 1872, when Col. James C. Clarke 
was manager. In 1888 a great flood damaged the 
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canal so badly that it was not restored for two years. 
It also suffered severely 11 years before that, these 
floods being higher than any ever known before, The 
most prosperous period in the life of the canal was 
from 1869 to 1877, the traffic then averaging about 
900,000 tons a year. Since the latter date it has never 
fully recovered. 

The state’s interest in the canal is as follows: 
Common stock, $788,724; preferred stock, $4,375,000; 
unpaid guaranteed dividends for 56 years, $14,689,000; 
mortgage under the act of 1834, $2,000,000; unpaid in- 
terest for 60 years, $7,200,000; total, $29,052,724. 

The seniority of the various liens upon the canal 
has not been judicially declared, and this is an ele- 
ment of uncertainty as to the actual value of the 
state’s interest. The lien which takes priority over 
all the others is the mortgage of 1878 for $500,000, 
with accrued interest, amounting to some $300,000 
more. The bonds of 1844 are secured by a mortgage 
upon the revenues of the canal, and not upon the 
corpus. These amount, with accrued interest, to al- 
most $6,000,000. In addition to the foregoing are the 
costs of the repairs of 1890 and 1891 and of the previ- 
ous receivership, amounting to several hundred thou- 
sand dollars, and certain labor claims of about $75,000 
or $100,000. The canal is also incumbered by a large 
amount of labor claims and judgments, to which the 
Legislature has granted precedence over the state’s 
interest. 

After the freshet which nearly ruined the canal in 
1889 receivers were appointed, and after a thorough 
inspection of the condition of the work they re- 
ported to the court that in their judgment it would 
be inadvisable to restore it. Then the bondholders of 
1844 intervened by petition and asked that the work 
be given to them to operate, in order to save their 
security. The court (Judge Alvey) passed a decree Oct. 
2, 1890, for the sale of the canal, but suspended the 
operation of the decree until May 1, 1895, giving it 
into the hands of the trustees of the holders of the 
bonds of 1844. On Jan. 30, 1894, an extension of time 
was granted for six years longer. The canal 
is dependent upon railroad companies for freight 
at Cumberland, and its terminus at George- 
town is so far away from the ocean that it is ham- 
pered in competing as a shipping point with Balti- 
more and Newport News. 








The President of the American Society of Civil 
Engineers. 





At the annual meeting of the American Society 
of Civil Engineers, held this week, Mr. Desmond 
FitzGerald was elected President, succceeding Mr. 
Alphonse Fteley. 

Mr. FitzGerald was born in Nassau, N. P., May 
20, 1846. He was educated in Providence, R. I., and 
at Phillips Academy, and began engineering as a 
student in Cushing & De Witt’s office, Providence. 
In 1867 he began railroad‘work in the West as axe- 
man on the Indianapolis & Vincennes, and rose 
through every grade to that of Assistant Chief En- 
gineer. Later he had charge of a division on the 
Rockford, Rock Island & St, Louis. now part of the 
Chicago, Burlington & Quincy. 

In 1871 Mr. FitzGerald took service as an engineer 
on the Boston & Albany, and during the next two 
years had charge of a large amount of construction 
work, comprising masonry, machine shops, car shops, 
elevators, cattle yards, etc. 

In 1873 he became Superintendent of the Boston 
Water Works, Western Division, and for 25 years 
occupied that office. Since 1889 he also had charge 
of the extension of the system or additional supply, 
and in this position had considerable experience 
in the designing and construction of large storage 
reservoirs. In 1898, when the Metropolitan Water 
Supply system was put in operation in Massachu- 
setts, the whole of Mr. FitzGerald’s work was turned 
over to the state, and he became engineer of the 
Sudbury Department, Metropolitan Water Board, 
which position he now holds. 

He has made a study of all questions relating 
to quality of water, gagings of watersheds, and 
kindred subjects. He has been extensively consulted 
by other cities and towns, and has acted as expert 
in a large number of important water cases in Mas- 
sachusetts. He has been especially prominent as the 
principal expert for a number of cities in cases with 
private water companies. 

Mr. FitzGerald is now Chairman of the Topo- 
graphical Survey Commission of Massachusetts, and 
has had much to do with the determination of the 
boundaries of the State and the comprehensive sys- 
tem of town boundary surveys adopted in Massa- 
chusetts. 

In Brookline, one of Boston’s suburbs, Mr. Fitz- 
Gerald has occupied several positions of public 
trust, and is now Chairman of the Park Board, 
Trustee of the Public Library, etc. He has been 
President of the Boston Society of Civil Engineers, 
and of the New England Water-Works Association. 
Mr. FitzGerald was elected a member of the Ameri- 
can Society of Civil Engineers on September 3, 1884, 
and served as Director 1892-1894, and as Vice-Presi- 
dent from 1895 to 1897. As an officer of the Society 
he has been zealous and efficient, attending the Board 


meetings at considerable sacrifice, and serving on 
special committees and aiding his colleagues with 
hard work and with counsel. He has been a fre- 
quent contributor to the Transactions, and has 
twice received the Norman medal. 








Fuel Saving on the Wabash. 





The Wabash Railroad during the past three years 
has given the fuel question close attention, with the 
result that an important saving has been effected. 
How much this saving amounts to and how it has 
been accomplished may be of interest to many. 
In April, 1896, a separate fuel department was es- 
tablished, and during the first year, ending June 30, 
1897, there was a gross reduction from the previous 
year in the cost of all kinds of fuel of a little over 
$200,000, which on the basis of the previous year’s 
mileage represented a clear saving of about $165,000. 
During the year ending June 30, 1898, the total cost 
of fuel was $100,055 less than in 1895-6, represent- 
ing a total net saving on the basis of that year’s 
mileage of about $35,700. During this time the 
weight of trains hauled has been steadily in- 
creased, and the price of coal was increased about 
35 per cent. by the strike of the miners in the 
summer of 1897. The coal purchased during the 
strike cost $103,392 more than it would have cost 
under normal conditions. 

Many have come to look upon fuel economy as a 
subject whichis pretty well exhausted; butat the same 
time it must be acknowledged that there is no other 
single item in the material account of the motive 

















power department that presents such opportunities 
for large savings as the item of fuel. A small re- 
duction in the cost of fuel per car or ton mile in 
the course of a year invariably amounts to a large 
sum of money. On the Wabash the cost of fuel 
is about 25 per cent. of the total motive power ex- 
penses. 

The methods which that road has found so favor- 
able to fuel economy are those which are being 
adopted, or are now in use on some other roads in 
the central states, excepting that the Waabsh has 
possibly given this matter closer attention than is 
customary. One of the first changes made after the 
fuel department was organized was to begin to use 
cheaper coal. Mine run coal is now burned on all 
road engines, both in passenger and freight service, 
without any change in the finger grates formerly 
used with lump coal, and no serious trouble oc- 
curs from clinkers. Screenings and slack are 
burned by switching engines, and slack is used 
under the stationary boilers at shops and pumping 
stations. The general rule as to the quality of the 
fuel burned may be said to be, that the cheapest 
fuel which will make the required amount of steam 
has been found to be the most economical kind to 
use. The coal used on the different divisions of the 
Wabash comes from Missouri, Iowa and Illinois, 
in each case making the distance it is hauled as 
short as possible. 

The difference between the average cost per ton 
of this mine run and the lump coal formerly used 
is about 15 per cent. The evaporation given by 
the lump coal, however, is enough greater than that 
of the mine run to reduce the average saving by 
the mine run to between 6 and 8 per cent. on a basis 
of cost for the same service. These figures vary 


somewhat, due to the quality of different coals as 
well as the fluctuation in prices. The percentage 
of saving where slack can be used is still greater, 
because of its very low cost. These figures are be- 
lieved to be conservative, and are shown not only 
by the records of the regular perfcrmance of the 
engines, but were confirmed recently by a special 
series of road tests extending from June to Novem- 
ber last. 

Attention has also been given to the wood used in 
firing up locomotives. Wood at about one-half the 
price formerly paid is used, and instead of from six 
to eight fires being started with a cord of wood, 
the number varied in a recent month from 15 to 37 
at different round houses. 

Evidently the limit is soon reached as to the 
saving which can be effected by the use of cheaper 
fuel, and an effort is now being made to increase the 
efficiency of the enginemen. The following ex- 
tracts from a notice issued to the enginemen in 
February last describes one method which is being 
used to bring about the latter result: 


Beginning March 1, 1898, an individual account 
will be opened with each engineer, to which all coal 
used by him will be charged. At the same time the 
car mileage made by such engineer will be computed, 
and at the end of the month a statement will be 
issued showing the performance of each engineer, 
based upon the number of pounds of coal consumed 
per car mile, those having the best records in their 
respective classes being at the top. This is intended 
to place each engineer strictly upon his individual 
record, with a view to determining who are the 
most economical in point of fuel consumption, and 
the showing of each in this regard will be considered 
in connection with promotion and preferment in the 
service. 

The new form of coal ticket is intended for use 
by road engines only. Each engineer will be fur- 
nished a book of tickets, which he will retain until 
the end of the month, regardless of the engine upon 
which he is engaged. An engine going out on a 
run is delivered to the engineer with a tank full 
of coal, or its equivalent in tickets, and the engineer 
is required to give tickets, not only for the coal taken 
on the trip, but also (in case of changing engineers) 
for a sufficient amount to put the engine into the 
house at the end of the run with a full tank of coal, 
the same as he received it. In case of engineers 
changing at terminals where no coal is issued, tke 
engineer giving up the engine must give to the 
hostler tickets to an amount equal to the number 
of tons that would be required to fill the tender. 
These tickets must be delivered by the hostler to 
the engineer taking the engine out, and he can 
use them at the next coaling station to replenish 
his supply. . Intelligent methods must be em- 
ployed in the firing and handling of engines to secure 
the most economical results. The formation 
of smoke can be largely prevented by careful and 
intelligent firing. If but one or two shovels full of 
coal are put in at a time and the door is left a little 
way open for a few seconds, air will mix with and 
burn the gas generated from the same. Firemen are 
cautioned to discontinue the practice of charging 
three or more shovels full of coal without intermis- 
sion, and to work with as light a fire as possible to 
avoid waste of steam at the safety valve. In ad- 
dition to seeing that firemen carry out the above 
instructions, engineers should use good judgment 
in the use of the injector, as economical firing can- 
not be done unless the water is supplied to the 
boiler regularly. 

Attention is also called to the importance of using 
the feed water heater, as by that means warm water 
is supplied to the boiler, thus saving considerable 
heat energy. Water in tenders should be heated to 
from 70 to 90 degrees before leaving terminals. The 
injector heaters should be used to prevent popping 
off, and at the same time to assist in heating the 
water in the tender. 

The individual record of the enginemen has now 
been kept ten months, and in this time the average 
of the coal burned per car mile by all enginemen 
has been reduced about 8 per cent., while in certain 
cases the improvement has been as much as 25 
per cent. How much is gained by such a record 
depends largely upon the way in which poor coal 
records are followed up and the interest taken by the 
men, but that such a record may be made of great 
value is apparent. 

One of the things which have repeatedly been crit- 
icised by the English is the careless manner in 
which American locomotives are fired. In this con- 
nection attention is called to the Wabash instruc- 
tions as to putting in but one or two shovels full 
of coal at a time, and the discontinuance of the prac- 
tice of charging three or more shovels full of coal 
without intermission. This we believe is the way in 
which English locomotives are fired, and it is un- 
doubtedly to be preferred to the usual practice in 
this country from the point of economy. The objec- 
tion usually raised, however, is that it requires al- 
most continuous working on the part of the fireman, 
and on very long runs his endurance is severely taxed. 
Still, several roads have abandoned the usual method 
of firing large quantities of coal at a time, with good 
results. The practice of heating the feed water in 
the tender is also largely used on the Wabash, and 
it is thought that some economy results, although it 
is difficult to judge how large a saving can be made 
in this way. 

Instructions as to the best way to handle locomo- 
tives are now given by traveling engineers and 
others, and the monthly performance sheet indicates 
which enginemen need instructions. To supplement 
the instructions given on the road a plan is now 
being considered for organizing classes for the en- 
ginemen at convenient points, where subjects per- 
taining to locomotive operation will be studied. This 
scheme, however, has not as yet been fully developed. 
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The question of using compound locomotives is also 
being considered, and five two-cylinder compounds 
are now in service, and their performance is being 
closely watched. The data so far obtained have not 
heen conclusive, but the indications are that the com- 
pound engines will make a considerably better show- 
ing than the single expansion engines, especially in 
freight service. Probably the thing of most general 
interest brought out by the fuel saving on the Wa- 
bash is the fact that a great deal can be accom- 
plished by systematic effort, and the result in this 
case is certainly a strong argument in favor of a 
fuel department with a good, live man at its head. 








Tests of Coal for Locomotives. 





During the spring of 1898 an extensive series of 
tests was made to determine the relative values of 
five kinds of coal available for use with locomotives 
of the Cleveland, Cincinnati, Chicago & St. Louis. 
Road tests were made under the direction of Mr. 
William Garstang, Superintendent of Motive Power, 
and shop tests were conducted at the locomotive 
plant of Purdue University under the direction of 
Prof. W. F. M. Goss. The principal results of these 
tests were given in a paper by Mr. Garstang at the 
December meeting of the Western Railway Club, 
from which the following extracts are taken: 

30th the Purdue and the road tests were made 
under conditions approaching as nearly to the aver- 
age daily practice as possible, and not with the view 
of favoring either coal or engine. The tests were 
conducted on the assumption that the value of any 
coal for locomotive use may be measured by the 
number of pounds of water which can be evaporated 
for each pound of coal burned. It will be seen that 
this is a correct basis, since the sole purpose of burn. 
ing coal in a locomotive is that steam may be gener- 
ated. Now, as the rapidity with which fuel is burned 
varies greatly with the different conditions of run- 
ning, and the amount of water evaporated varies 
with each of these changes, it is necessary, in mak- 
ing an average, to submit all of the different kinds 
of coal to be tested to several different conditions, 
and each different kind to the same conditions. 
The coal under test was from different mines and 
will be known as A, B, C, ete. Five kinds were sent 
to Purdue University, and part of the report of Prof. 
Goss is as follows: 

While interest in the tests centers in the evapora- 
tion obtained, observations were also made to show 
the behavior of the fuel with reference to spark 
losses, the amount of refuse lodging in the ash pan, 
the draft necessary to maintain a given rate of com- 
bustion, the relative amount of smoke produced, the 
ease with which it may be fired, and such other 
minor facts as would necessarily suggest them- 
selves; the purpose being to determine as completely 
as possible the relative behavior of the _ several 
samples submitted. 

Evaporation.—Locomotive boilers in service are 
worked within such limits of power that each hour 
an amount of water is evaporated for each fooc of 
heating surface which falls between the limits of 4 
and 11 lbs. For example, a boiler having 2,000 ft. 
of heating surface may evaporate 10,000 lbs. of water 
per hour, in which case the rate of evaporation is 
said to be 5, since this is the number of pounds 
of water evaporated for each foot of heating surface 
per hour. Again, if the same boiler is called upon to 
deliver 18,000 lbs. of steam per hour, the rate of evapo- 
ration becomes 9. Other things being equal, the 
amount of water evaporated per pound of coal de- 
pends upon the rate of evaporation and is greatest 
when the rate of evaporation is least. The relation- 
ship between rate of evaporation and evaporation 
per pound of coal for each of the five samples testea 
is shown by Fig. 1. 
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Fig. 1.—Equivalent Evaporation. 


In explanation of Fig. 1, it should be said that the 
lines given show actual evaporation under the con- 
ditions of the tests; that is, under a steam pressure 
of, approximately, 180 lbs. per sq. in., and an average 
temperature of feed of about 56° F. It should be 
stated, also, that the results are entirely comparable, 
the variatious in pressure and in temperature being 
too slight to change the relative values to any meas- 
urable extent. Comparing the evaporating efficiency 
of the several samples, first, when the rate of evap- 
oration per foot of heating surface per hour is 5 Ibs. 


and, second when it is 10 lbs. of water, respectively, 
the results are as given in Table I: 


Table I.—Actual Evaporation. 


Pounds of water Relative value of sample, 
evaporated per calling the value of sample 
pound of coal. E one hundred. 


For use For use 

Rate of Rate of under under 

Designation evapora- evapora- light heavy 
of sample. tion 5. tion 10. power. power. 

I. Il. IIT. TV. BA 

E. 8.61 6.61 100. 100. 

A. 8.00 6.13 93. 93. 

B. 7.49 5.87 87. 89. 

D. 6.81 5.40 79. 82. 

S: 6.60 5.37 77. 81. 


Before these tests were undertaken it was thought 
likely that the character of the exhaust action would 
have a material influence on the evaporative efficiency 
of the boiler. It was for this reason that in the se- 
ries of tests, as outlined, provision was made for run- 
ning at a comparatively slow speed with a heavy 
exhaust, and also at a high speed with a lighter ex- 
haust. The results show that for two of the samples 
the slow heavy .exhaust gave an evaporation which 
relatively was slightly higher than that given by 
the quick lighter exhaust action, while in the tests 
of the remaining three samples the conditions are 
reversed. In all cases the differences are so small as 
tc make it quite likely that they arise from causes 
quite apart from the exhaust action. The conclu- 
sion is that, within the limits of the conditions 
chosen, there is no measurable difference in evapo- 
rative efficiency due to the character of the exhaust 
blast. If, in each case, the boiler is forced to the 
same power, the same degree of efficiency results. 
In order that the results of the tests herein described 
may be readily compared with the results of other 
boiler tests, the actual evaporation has been reduced 
to the equivalent evaporation, with the results which 
are shown in Fig. 2. 
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Fig 2.—Actual Evaporation. 


Sparks.—For every test, a record of the weight 
of cinders entrapped in the front end was deter- 
mined. Observations were also made to determine 
the weight of sparks passing out of the stack, but as 
it was impossible to entrap the entire steam issuing 
from the stack at any given instant, values ob- 
tained in this part of the work should be considered 
as approximate only. The sum of the sparks caught 
in the front end and of those estimated to have 
passed out of the stack are, in the following para- 
graphs, considered together as constituting the spark 
losses. Values of the spark losses for each of the 


several samples of coal tested, expressed as a per- 
centage of the weight of coal fired, are given in 
columns II. and III. of Table II. 

Table IIl.—Spark Losses. 
Relative weight of 
sparks produced by 
each of the _ several 
samples in generating 
the same weight of 
steam, assuming the 
weight of sparks re- 
sulting from sample 
EB to equal one hun- 
dred 


% of coal accounted 
for as sparks en- 
trapped in front end 
and passing out of 
the stack. red. 
Rate of 


Rate of Rate of Rate of 
Designation evapora- evapora- evapora- evapora- 
of sample. tion 5. tion 10. tion 5. tion.10. 
x I. III. IV. Vv. 
E. 6.6 21.2 100 100 
A. 6.2 15.6 101 79 
B. 4.8 16.4 84 87 
dD. 5.7 17.4 109 100 
7 3.3 13.8 65 80 


The results show that when the boiler was worked 
under conditions which gave an evaporation of 5 lbs. 
of water per foot of heating surface per hour, 6.6 per 
cent. of sample E was lost in the form of sparks, 
also that 6.2 per cent. of sample A was lost from the 
same cause, and so on. When the rate of evapora- 
tion was 10, the losses by sparks amounted to 21.2 
per cent, and 15.6 per cent. of samples E and A re- 
spectively. The extent of the spark losses disclosed 
by the preceding table cannot fail to surprise one 
who has not followed the work previously done at 
Purdue. It is significant that under conditions of run- 
ning, common to practical service, that from 14 to 
21 per cent. of the coal fired disappeared in the form 
of sparks. It is true, however, that the fuel lost is 
not so great as this, since the sparks represent fuel 
which has been partially consumed. The sparks re- 
sulting from samples under consideration have not 
been anayized, but investigations already made at 
Purdue indicate that they have from 60 to 75 per cent. 
of the fuel value of the coal. It will be safe, there- 
fore, to reduce the values given in columns II. and 
III. by about 25 per cent. in making an estimate of 
the fuel losses resulting from the passage of sparks 
through the tubes. 


It is significant that, with one exception, those 
samples giving the highest evaporation also give the 
largest spark losses. Two conditions probably ac- 
count for this fact. First, the purer coals have a 
lighter specific gravity, and hence, respond to the 
draft action more easily than coals intermixed witn 
non-combustible matter; secondly, in general, the 
purer the coal the lighter the ash, a large per cent- 
age of which, instead of falling through the grate, 
passes out with the sparks and adds its mass to 
their weight. It may be urged as an objection to 
these coals giving high efficiency, that their use is 
attended by a large spark loss. The argument, while 
good, is not true to the extent indicated by the val- 
ues in Cols. II. and III. For example, Col. III. shows 
the percentage of the coal fired, accounted for as 
sparks, but a pound of sample C, producing 0.138 
ibs. of sparks, did not make as much steam as a 
pound of Sample E, producing 0.212 lbs. of sparks, 
The relative spark producing qualities of the several 
samples, based upon the weight of steam generated, 
are given in Cols. IV. and V. These values, there- 
fore, serve as a logical basis from which to deter- 
mine the relative spark producing qualities of the 
several samples. 

Refuse Caught in Ashpan.—Table III. shows the 
percentage of the weight of coal fired which is ac- 
counted for as refuse in the ashpan. 


Table III.—Refuse in Ashpan. 


Relative weight of ash 

resulting from different 

samples when the same 

weight of steam is 

generated, calling the 

% of coal accounted weight resulting from 
for as refuse sample E, one _ hun- 


in ashpan. dred. 
Rate of Rate of Rate of Rate of 
Designation evapora- evapora- evapora- evapora- 
of sample. tion 5. tion 10. tion 5. tion 10. 
- II. Ill. V Vv. 
2. 11.0 4.9 100 100 
A. 10.7 9.2 105 203 
B. 13.9 11.6 146 267 
D. 14.8 10.3 170 257 
e. 14.4 11.0 171 276 


The table shows that when the rate of evaporation 
is 5, 11.0 per cent. of sample E is accounted for as ash 
in the ashpan, while 14.4 per cent. of sample C is ac- 
counted for in the same way. When the rate of evap- 
oration is 10, a smaller amount is accounted for as 
ash, that for E being only 4.9 per cent., while that for 
C is 11.0. It is important in this connection to note 
that the refuse caught in the ashpan of a locomotive 
does not represent the entire non-combustible por- 
tion of the fuel, for under the heavy draft of a loco- 
motive much non-combustible material passes out 
through the tubes. Such portions of the non-com- 
bustible mix with the sparks, and are, in the present 
work, accounted for as such. The amount of refuse 
caught in the ashpan, however, constitutes a factor 
of some importance in any consideration of the rela- 
tive merits of the different fuels, since all such ma- 
terial must be carried over the road and handled at 
terminals, or, if its amount becomes excessive, it 
must be handled at intermediate points. By refer- 
ence to the table, it will be seen that when the en- 
gine is run at light power, the five samples give very 
nearly the same amount of refuse in the ashpan., 
When the rate of evaporation is 10, however, sample 
C gives nearly three times as much deposit in the 
ashpan as sample E. In general, it may be said that 
the better the fuel the less deposit there will be in the 
ashpan. 

It is clear, from the statements already made, that 
a very intimate relation exists between the amount 
of coal accounted for as refuse in the ashpan and 
that accounted for in the form of sparks. If, for 
example, the values of Col. II., Table II., be added to 
those in Col. II., Table III., the result is practically 
the same for each of the several samples of coal, and 
if the values of Col. III. of the same tables be added, 
they also become nearly a constant for all of the 
several samples of coal. The conclusion is that as the 
character of the coal changes with reference to ref- 
use, an inverse change results with reference to 
sparks losses. Such a result is logical, and is quite in 
accord with the explanation given with reference to 
conditions affecting spark losses. 


It is evident that the percentage of refuse caught in 
the ashpan, given in Cols. II. and III. of Table III., 
do not represent the relative amount of ash for the 
different samples when the same work is to be done, 
for the reason that a pound of sample C will not 
yield the same amount of steam as a pound of sam- 
ple E. The refuse which will result from each of the 
samples in producing the same amount of steam, as 
compared with that resulting from sample E, is given 
in Cols. III. and IV. These columns, especially Col. 
IV., emphasize the ash producing qualities of the 
poorer coals. The character of the refuse for the sev- 
eral samples is given in Table IV. 


Table 1V.—Clinker, 
Percentage of dry coal 
accounted for 
as clinker in ash. 


Designation 
of sample. 
I 


° II. 
E. 0.6 
A. 2.1 
B. 4.8 
D. 2.3 
Cc. 5.3 


Draft.—The draft which promotes combustion in 
a locomotive is produced at the expense of back 
pressure on the engine. For this reason, a free burn- 
ing coal will, other things being equal, contribute to 
the efficiency of the locomotive as a whole, since by 
its use the cylinders are allowed to do their work 
under conditions more favorable to economy. A com- 
parison of the draft necessary to maintain the com- 
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bustion of the several samples tested is given in 
Table V. ' 


Table V.—Draft. 


Draft in inches of water. 
Necessary to secure Necessary to secure 
the evaporation of 5 the evaporation of 
pounds of water per 10 pounds of water 
foot of heating sur- per foot of heating 
face per hour. surface per hour. 
Designation 


of sample. 
i, II. III. 
E. 2.02 5.58 
A. 2.12 6.08 
B. 2.26 6.02 
Dz. 2.30 6.26 
Cc. 2.12 5.96 


The results show that the samples A, B and C re- 
quire substantially the same draft for their combus- 
tion; that sample D requires a slightly greater draft 
than the three first mentioned, and that sample E re- 
quires a draft which is lower by about 10 per cent. 
The degree of uniformity disclosed by these results 
is really quite remarkable and the general conclusion 
to be derived from them is that, except in the case 
of E, which has some slight advantage, all stand 
practically upon the same rooting. 

Smoke.—Coals A and E are the only coals that 
show any unusual smoke effects. The smoke pro- 
duced by coal A is very black and does not clear be- 
tween fires, when the rate of combustion is as great 
as in the 30 or 50 mile tests. The coal E, on the other 
hand, does not produce sufficient smoke to color the 
exhaust for an interval of more than five seconds 
after it is shoveled into the furnace; when the fire- 
man is putting in the fire there is a single puff of 
smoke each time the door is opened, and immedi- 


favored more than another by the unequal perform- 
ance of the pushing engine, and the test being strict- 
ly a coal test, the load going west was reduced to 
what the engine alone would haul over all grades at 
all times, regardless of weather or unfavorable con- 
ditions. We found the conditions regarding the ease 
of firing, amount of ash and clinker, ability to main- 
tain a maximum steam pressure, and general satis- 
faction among the enginemen, compared in every re- 
spect with the findings at Purdue University. 

It will be noted by Table VII. that the coal which 
gives the greatest efficiency has the greatest evap- 
orative value, maintains the maximum steam pres- 
sure, has the smallest percentage of ash, the least 














Fig. 3—Bridge Members After a Train Wreck. 


smoke and practically no clinker, requires the small- 
est load to be carried on the tank, consequently han- 
died not only by the firemen but by the men at coal 
chutes and ash pit as well, without reference to the 
fewer number of cars required in this service and 
costs the most per ton. When compared with the 
cheapest fuel tested, which has the disadvantage of 
being a poor steamer, has the lowest general ef- 
ficiency, evaporates the least amount of water, has 
the largest percentage of ash with bad clinker, and 
reverses ail the advantages as to quantities handled 








Table VII.—Summary of the Results of Road Tests. 


General Averages—All Runs. A, D. 
Coal—Pounds used in hauling’ 1,000 tons, 


One: wakie. . ERRWBING: TO. ooo occkec cctinetes 118.075 148.725 
Water—Pounds evaporated per pound of 

COB. BRI “FAs foiee oie ces cuccedccwes 6.504 5.364 
Water—Pounds evaporated per pound of 

coal. Purdue University...........cce 5.9 5.1 
Water—Pounds evaporated per pound of 

coal. Calorimeter tests... ccccccccecses 14.206 13.414 
Coal Used—Pounds per car mile....... ..... 3.6603 4.6105 
Coal—Monthly consumption, based on 14,- sf 

000,060 car Millen. ‘TORS. ....cccscccsssee 25622.1 32273.5 
Ashes and clinker—Monthly accumulation. 

PAE” ip care aisles ec moc heen aacenasacaaase vietaas 2029.27 2362.41 
Number of cars (40,000 pounds capacity) 

required to handle coal—per month....... 1283 1619 
Cost of coal per ton, multiplied by a 

COMMIRME  ccccccvdvvcssrstavedsnccsspicees 1.272 1.262 


B. E C. F. G. H. 
126.350 116.800 157.425 136.400 132.550 133.225 
6.104 6.841 4.980 6.071 5.740 6.414 

5.6 6.4 5.1 

14.256 14.602 13.414 14.355 13.741 13.612 
3.9160 3.6208 4.8802 4.2284 4.1090 4.1299 
27417.6 25345.6 34161.4 29598.8 28763.0 28909.3 
2814.05 1562.81 3758.44 2141.18 2367.19 2910.01 
1371 1268 1708 1480 1438 1416 
1.50 0.931 1.293 1.22 1.210 


1.262 











ately after the exhaust clears. Coals B, C, and D are 
nearly equal in their smoke-producing properties. 
They will make enough brown smoke to color the 
exhaust continuously on a hard run, but when the 
firing is light the exhaust will clear between fires. 

Ease in Firing.—The labor of firing is, in gen- 
eral, increased by conditions requiring the use of the 
hook. The necessity for this arises when a coal cokes 
readily or when it clinkers. Sample E, which gives the 
highest evaporative efficiency, the least ash and re- 
quires the least draft for its combustion, cokes as 
soon as fired, and for this reason it is handled at 
the expense of more labor than either of the other 
samples. It is possible that in service on the road the 
tendency to shirk this labor may lead to unevenness 
in firing which will necessarily result in a lower 
efficiency for this coal than has been attained in 
the laboratory, where careful attention was at all 
times given to the firing. None of the coals tested 
gave so much clinker as to require the frequent use 
of the hook. No final conclusions should be drawn 
which do not take into account the relative cost of 
the several samples, a factor which is unknown to 
the undersigned. It is evident, however, that no one 
sample can be said to be the best in every respect. 
The relative desirability of the several samples, with 
reference to evaporation, freedom from spark losses, 
absence of objectionable accumulation in the ash- 
pan and the lightness of draft necessary to promote 
its combustion is given in Table VI. 


Table VI. 
Freedom Absence of : 
from accumula- Ls gal 
si tion Evapora- spark tion in ness 0 
yaa. tion. losses. ash-pan, draft. 
E. 1st. 4th. 1st. 1st. 
A. 2d. 1st. 2d. 4th. 
B. 3d. 3d. 4th 3d. 
D. 4th. 4th. 3d 5th. 
Cc. 5th. 2d. 5th. 2d. 


The four factors by which it is sought, in the pre- 
ceding tabulation, to judge the value of the sev- 
eral samples do not stand on an equality. It is evi- 
dent that a high evaporation is more to be desired 
than lightness of draft, but the facts disclosed are 
instructive nevertheless. They show that sample 
E, which excels in evaporation, shares with D the 
doubtful honor of being the largest spark producer. 
Also, that sample C, which gives the lowest evapor- 
ative efficiency, is second in its freedom from sparks 
and in lightness of draft. Reviewing the data with 
reference to D and C, it will be seen that while D 
gives an evaporation which is slightly higher than 
that given by C, in all other respects the latter ex- 
cels, and doubtless for most purposes C is a more 
desirable coal than D. But the significance of all the 
factors, excepting evaporation, will doubtless need 
to be considered in connection with the demands for 

iv service. 
™ aaa Test (C., C., C. & St. L.)—The road test 
was made with a new simple consolidation engine, 
and every care was taken to have the conditions as 
nearly alike as possible in all tests. A summary of 
the results are given in Table VII. Care was given 
to the weighing of coal and water, also to the weight 
of cars comprising the train; for this purpose there 
was a man in constant attendance, and all fuel and 
cinders were weighed on a small scale that had been 
tested for accuracy, and it is remarkable how nearly 
the results compare with those obtained in the labo- 
ratory at Purdue, making the comparison on their 
report for similar service, which they designate as 
a “freight run with heavy exhaust. : 

There were four runs made with each kind of coal, 
the tests being made between Indianapolis and Cin- 
cinnati, a distance of 107 miles, with a maximum 
grade, west bound, of 83 feet per mile, and east bound 
47 feet per mile, excepting a short pull of 68 feet per 
mile. The load east was as nearly 1,450 tons, exclusive 
of engine and tender, as could be readily got together, 
and the load west 800 tons. A pusher is ordinarily 
used on the heavy grade coming west; the regular 
train for the engine making this test is 1,450 tons, but 
to avoid any possibility of one kind of coal being 


and carried, shows, on account of its price, to be 
the cheapest fuel per ton of freight hauled. I can- 
not make a comparison between these coals relative 
to their effect on firebox and tube sheets, nor was 
this taken into consideration during the test. It is a 
matter, however, worthy of consideration, that 
future tests may be made to determine. 








A Remarkable Bridge Accident. 


Mr. W. H. Finley, Bridge Engineer of the Chicago 
& Northwestern, has given to us the photographs and 
sketch from which the accompanying engravings 
were made, showing how a riveted lattice bridge on 
that road was recently damaged by two trains which 
collided directly upon the bridge, one engine being 
thrown through the side of the bridge into the river 
below. The accident was a peculiar one, and in a 
way shows how much damage this type of bridge 
may sustain without resulting in a failure of the en- 
tire structure. It should prove of interest to railroad 
managers, as well as engineers engaged in the de- 
sign of railroad bridges. 

Mr. Finley says: ‘‘The bridge consisted cf a one- 





the position of the wrecked engine are shown by the 
accompanying photographs, Figs. 1 and 2, taken 
very shortly after the accident. I have made an out- 
line diagram of the truss, Fig. 3, with the destroyed 
web members left out, which will, I think, give even 
a better idea of the damage done. Although there 
were a sufficient number of web members destroyed 
to leave one floor beam only partly supported and 
three entirely unsupported except by the bottom 
chord, yet the freight train which was in collision 
was pulled across the span without causing any un- 
due distortion of the truss. 

“When the writer visited the bridge shortly after 
the accident, a careful examination of the structure 
showed it to be still im perfect line, with no percepti- 
ble sagging of the damaged truss. Before traffic was 
resumed temporary bents were put under the unsup- 
ported floor beams, and two posts were placed be- 
tween the top and bottom chords, as shown. When 
the length of this span (115 ft.) is taken into consid- 
eration, I think that the result of this accident goes 
far to support the assertion that this type of through 
truss bridge, between the limits of 100 and 130 ft., is 
superior to any kind of an articulated structure or to 








Fig. 1.— A Wreck on a Bridge. 


a riveted Pony truss span. A similar accident on a 
Pony truss span or on one of the lately patented ‘A’ 
trusses would result, I believe, in the total collapse 
of the span and consequent wrecking of the train.” 








Railroads and Tramways in Japan. 





Tokio.—A meeting of the Tokio Municipal Council 
was held November 25, when matters relating to the 
Tokio Tramway Company were discussed. The at- 
tention of the Council was drawn to a representa- 
tion condemning the recent raising of fares by 50 
per cent. by the Tokio Tramway Company. Mr. 
Ryonosuke Goto maintained that the company’s re- 
cent action was incomprehensible and irrational, see- 
ing that the company’s business was already so 
flourishing that the rate of dividend stood perma- 
nently over 30 per cent. per annum. It was finally 
decided to appoint a committee to further investi- 
gate the question. 

A Railroad Convention—The United Railroad 
Convention took place on November 23, when 














Fig. 2.—A Riveted Lattice Bridge After a Train Wreck. 


span, single track riveted lattice truss 115 ft. long 
center to center of end bearings, and was designed by 
the writer, under the direction of Mr. J. E. Blunt, 
Chief Engineer of the Chicago & Northwestern. It 
was built by the Lassig Bridge & Iron Works in 1895. 
A few months ago a double-header freight train and 
a passenger train met in a head-end collision on this 
structure, with the result that the second engine of 
the freight train was projected through the side of 
the bridge. The resultant damage to the truss and 


all the companies throughout the 
represented. With regard to the 
proposal for imposing so-called “rail tax” at 
the rate of 5 yen per chain per year on a 
the railroads in Tokio, they decided to present a 
resentation to the authorities, pointing out tha 
proposed tax was much too heavy. The draw 
and the presentation of the document was ent 
to the nine railroad companies, Nippon Tetsudo, Li 
kaido, Osaka, Nara, Kyoto, Sobu, Kobe, Kyushu : 
Sanyo. 

Two other proposals laid before the convention 


country were 
government’s 
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were adopted unanimously. They were, first, a pe- 
tition to the government for the enactment of reg- 
ulations respecting through journeys; and secondly, 
a proposal to draw up an agreement between the 
different companies regarding the employment and 
dismissal of their servants. 

Tokaido Railroad.—The work of doubling the sec- 
tion between Kobe and Baba (57 miles 14 chains), 
which was greatly delayed, owing to the necessary 
construction of an iron bridge between Osaka and 


the stress sheet for the bridge when loaded on the 
scows; the relative locations of the old protection 
pier, the temporary pier and the position of the pro- 
tection pier for the new bridge are also given. 

The weight of the bridge complete is 255,800 Ilbs., 
and the time required to do all the work in con- 
nection with moving the bridge and placing it at 
the temporary site ready for the passage of trains 


Dock Line 





wheel track, pivot center and deck for the railroad 
track was moved bodily. 

The last train passed over the bridge at the per- 
manent site at 9:05 o’clock of the morning of 


Dec. 18. Between 9:05 and 9:30 an ice jam was 
removed in the south channel in order to get a scow 
under that end of the bridge in its proper position. 
One fire tug and two scows with a fire engine on 
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Plan Adopted for Moving the Chicago & Northwestern Drawbridge at Milwaukee to a Temporary Site. 


Suita, was recently completed, and the new line will 
be opened for traffic early in January. The work 
of doubling the train service between Shinbashi and 
Chigasaki will also be brought to completion in the 
course of the current year. 

Daishi Tramway.—The Daishi Electric Tramway 
Company has been assiduous in the construction of 
its line, and the work being now completed, the con- 
struction of stations and power houses was coim- 
menced, and these latter are already half finished. 
The company thinks it will open traffic by Jan- 
uary 1. 

Kansai Railroad.—The line between Osaka and 
Nagoya having been completed, the Kansai Railroad 
Company had decided to hold the opening ceremony 
on December 4. 

Sanyo Extension.—The Sanyo Railroad Company, 
whose line is now running straight along the Inland 
Sea without touching any of the ports on the Sea ot 
Japan, has decided to extend its line to the northern 
ports, if the prospect prove promising. The work 
of survey is being actively pushed forward. 








Moving a Drawbridge at Milwaukee—Chicago & North- 
western Railway. 





Chicago & Northwestern, on Dec. 18, suc- 
moved the single track drawbridge over 


The 
cessfully 


the Kinnickinnie River, at Milwaukee, by scows, to 
a temporary site distant 219 ft. from its former lo- 
cation. This is a preliminary step in replacing the 
single track structure at that point with a double 


track swing bridge. As the old foundations had to be 
wholly removed and new ones built, it was decided 
to move the old bridge to a temporary site and con- 
nect it to the main tracks, so that train movements 


should not be interfered with. The preparations for 
moving this draw span were made by Mr. W. H. 


















and for swinging it by its own machinery was two 
hours and fifty minutes. Of course the track was 
built up to the bridge on either side and the tem- 
porary abutments and piers were all in readiness 
for the bridge before the moving was begun. 

The pumps used both in pumping out water bal- 
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Plan of Timber Blocking for Scows, 


last from the scows to lift the bridge and in pumping 
water into the scows to lower the bridge were one 
steam pump with a 6-in.x14-in. water cylinder and 
one steam pump with an 8-in.xl4-in. water cylinder 
(each of which made about 80 complete strokes per 
minute), two fire engines and two tugs, the latter 
using steam siphons only. The total amount of water 
pumped out of the scows to lift the bridge two feet 
clear of the center pier was 92,600 gallons, and the 
amount of water pumped out of the scows per min- 
ute was 1,624 gallons for the actual working time. 
s 9 ” u 
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each were placed in position west of the bridge, 
and one fire tug and two pile driver scows were 
placed in position east of the bridge, and all other 
preparations made ready for the work to begin. The 
boilers on the pile driver scows furnished the steam 
for the steam pumps. 

Up to 9:30 there was no interference with rail- 
road traffic on the bridge, and at that time the pumps 
were started, with the exception of the siphon of one 
fire tug, which was started at 9:35. At 10:35 all the 
water was out of the scows and the bridge stood two 
feet clear of the center pier. During this interval 
the pumps were stopped for eight minutes to inspect 
the work. At 10:45 the start was made to float the 
bridge down channel and at 11:15 it was over the 
temporary pier ready to be lowered. At 11:17 four 
plugs 3 in. in diameter in each scow were pulled and 
all pumps were started to pump water into the scows 
so as to lower the bridge. At 12 o’clock the bridge 
was landed on the pier and at 12:10 the scows that 
had supported the bridge in moving were released. At 
12:20 the bridge was swung open by its own machinery 
to let the scows carrying fire engines pass down the 
river, and at that time it was also ready for the pas- 
sage of trains. At 2:15 a heavy locomotive was run 
over the bridge and temporary trestle to test the 
structure, and this was the first engine to cross the 
bridge. The work was done quickly and without 
accident of any kind. 








The New Railroad Laboratory at Purdue University. 





The new building at Purdue University, recently 
erected for the “Railroad Laboratory,” is a one-story, 
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Stress Sheet for Bridge When Loaded on Scows with Bearings at 


Finley, Bridge Engineer of the road, under the direc- 
tion of Mr. J. E. Blunt, Chief Engineer, and the ac- 
companying drawings show how the bridge was 
supported by wedges and timber blocking, the posi- 
tions of the scows with reference to the bridge, and 


The total amount of water pumped into the scows to 
lower the bridge to its bearing on the temporary 
center pier was 69,400 gallons, making a total of 162,- 
000 gallons of water handled in doing the work. The 
entire ‘bridge, including all machinery, wheels, rack, 
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red brick structure with stone trimmings, 50 ft. wide 
by 100 ft. long, which is joined to the steam engineer- 
ing laboratory by an inclosed passageway. One large 
room is thus formed, well lighted by numerous win- 
dows in the side walls and the deck roof; the floor is 
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paved with brick. The location of the new building 
is shown by the general plan, Fig. 1, while the ar- 
rangement of the more important apparatus within 
is given by Fig. 2. Fig. 3 shows several interior 
views of the new laboratory. As indicating the rapid 
growth of these laboratories, it is interesting to note 
that practically all the buildings shown in Fig. 1 
have been built or reconstructed since 1894. The gen- 
eral plans for the present engineering laboratory were 
adopted in the spring of 1891. The portions which, in 
the plan, are marked engineering laboratory and 
boiler room, were erected in the summer of the same 
year. A year later the four shop rooms, foundry, 
wood room, machine room and forge room, were 
added. The year following the main building was 
added, and soon after its dedication, in January, 1894, 


ance, which was the subject of a recent paper by 
Prof. Goss, is also placed in the new laboratory, 
together with three power-driven tensile testing ma- 
chines, ranging in capacity from 300,000 lbs. to 28,000 
lbs., a hydraulic testing machine and machines for 
wire, cement and brick testing. 

So far as space will permit, it is intended to place 
in this building examples of modern special equip- 
ment for cars and locomotives. Much of this mate- 
rial, such as trucks, bolsters and brake beams, has 
been used in tests for strength and deflection. At 
present there is a full size model of the front portion 
of a two-cylinder Richmond compound, with the in- 
tercepting valve and saddle sectioned so as to show 
the method of operation. This was exhibited at the 


Old Point Comfort conventions in 1897. Other appa- 


The report gives the usual statistics, made up from 
the returns filed by the railroad companies, including 
the whole of the business of the reporting rvuads. The 
length of railroad in the state is 8,065 miles, a de- 
crease of 49 miles from the preceding year. The Al- 
legheny & Kinzua ‘has been abandoned, but that can- 
not account for the whole decrease. Twenty-seven 
passengers, 171 employees and 502 other persons were 
killed on the railroads of the state during the year, 
and 117 passengers, 947 employees and 443 other per- 
sons were injured. The number of passeng 's killed 
by train accidents was 19, whereas in the p.eceding 
year it was nil. The present report includes the dis- 
aster at Garrison, in which 18 passengers were killed. 

The work of the Board has largely increased, most- 
ly in consequence of the grade crossing law. The 





Exhibit of Steel Car Trucks, 


everything which had been erected up to that time, 
with the exception of the foundry and wood room, 
were destroyed by fire. Reconstruction at once be- 
gan and was rapidly pushed. 

It will be seen from Fig. 2 that the M. C. B. air 
brake rack occupies a considerable part of the floor 
space. This apparatus was formerly at the shops of 
the Pennsylvania Railroad at Altoona, and consists 
of the piping for a locomotive and 50 cars, and the re- 
ceivers and brake cylinders for 100 cars, the arrange- 
ment being such that either one of the two series 
of 50 cylinders each may be used in connection with 
the piping. The air for the brake rack is supplied 
by two 9%-in. Westinghouse pumps, and the main 
storage tank consists of two 2244-in.x41l-in. reservoirs, 
The electrical connections between the brake cylin- 
ders and chronograph are such as to register the time 
of action of the engineer’s valve, the piston of the 
brake cylinder for the first car, the piston of the 
brake cylinder for the twenty-fifth car and the pis- 
ton of the brake cylinder for the fiftieth car. The 
chronograph registers a line having a length of about 


















































Brake Shoe Testing Machine. 


ratus is as_ follows: Sectioned dome showing 
standard construction of the Baldwin Locomotive 
Works; steel car trucks representing the following 
companies; Schoen Pressed Steel Co., Pittsburgh; 
Wells & French Co., Chicago; Baltimore Car Wheel 
Co., Baltimore; American Steel Foundry Co. St. 
Louis; Cloud Steel Truck Co., Chicago; J. G. Brill Co., 
Philadelphia; an extensive exhibit of couplers and 
brake beams; a four lever interlocking machine from 
the National Switch and Signal Co.; and a fine ex- 
hibit of apparatus manufactured by the Westing- 
house Air Brake Co., all sectioned to show construc- 
tion and action. 

The facilities thus afforded by the railroad labor- 
atory, added to those of the general steam engineer- 
ing laboratory and to those of the locomotive annex, 
supply opportunities which are nowhere equaled for 
students in subjects relating to railroad mechanical 
engineering. In the steam engineering laboratory 
there is a Baldwin compound locomotive engine 
mounted as a stationary plant for purposes of engine 
testing, an elaborate injector testing plant, in connec- 


M. C. B. Air-Brake Rack. 


Fig. 3,—Interior Views of New Railroad Laboratory at Purdue University. 


Board has dealt with 43 complaints, 4 applications 
as to railroad station buildings, 65 applications as to 
grade crossings of railroads, 29 applications for ap- 
proval of motive power on street railroads, 10 ap- 
plications for approval of increase of capital stock 
and 22 applications for certificates that public con- 
venience and a necessity require the construction of 
railroads. 

Various recommendations of the Board have been 
appealed to the courts, and the status of these cases 
is given. 

The grade crossing law, passed in 1897, went into 
effect only after the state’s appropriation of $100,000 
became available in 1898. Since then the Board has 
proceeded with due dispatch, and it is expected that 
the work accomplished in the coming year will be 
large in amount and gratifying in results. Thirty- 
six crossings have been ordered abolished, and the 
cases of 11 others are pending. The grade crossing 
work in Buffalo, which is dealt with by a special 
commission, is progressing satisfactorily. The Mayor 
of Syracuse is preparing plans for extensive altera- 
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Fig. 1.—Plan of the Purdue Engineering Laboratories. 


two inches per second, so that differences of hun- 
dredths of a second can readily be measured. The 
M. C. B. Committee on Triple Valve Tests will make 
an extensive series of experiments with this appa- 
ratus previous to the next convention, including in 
its tests all makes of triples on the market. The ap- 
paratus is now completely installed and in readiness 
to proceed with the work at any time. 

The M. C. B. brake shoe testing machine formerly 
at the works of the Westinghouse Air Brake Co., 
Wilmerding, Pa., is now installed in the northeast 
corner of the room, and several new brake shoes have 
been tested since this apparatus was moved to 
Purdue. Tests of other brake shoes have been ar- 
ranged for, and it would seem that the wisdom of 
placing this machine where it is at all times avail- 
able for testing has already been demonstrated. As 
now installed, this machine is driven by a 65 h. p. 
engine with double cylinders, 10 in. by 12 in. 

The apparatus used for determining wind resist- 








tion with which Metropolitan and Nathan injectors 
have permanent places; while in the locomotive lab- 
oratory is Purdue’s engine, Schenectady No. 2. 








New York Rai!road Commissioners’ Report. 





The Railroad Commissioners of the state of New 
York, A. W. Cole, F. M. Baker and G. W. Dunn, have 
issued the sixteenth annual report of the Board. The 
opening chapter is, as usual, a review of the general 
situation, taking in the transportation interests of 
the whole country. The Board is not opposed to a 
Federal law permitting pooling, if one can be framed 
which will secure stable rates and not injure the pub- 
lic. The 500-mile tickets, sold for $10, which were 
ordered by the last Legislature, have produced a ma- 
texial decrease in the cost of travel to the public. The 
Commissioners say that during the year there were 
“rumors” that interstate freight rates were not mair- 
tained; which is a gentle way of stating it, surely. 
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Fig. 2.—Plan of Railroad Laboratory at Purdue University. 


tions in that city. The commissioners doubt whether 
any part of the state’s appropriation should be used 
for such work as that which is proposed in Syracuse. 
The number of highway grade crossings in the state 
is now 8,849. 

The physical condition of the railroads is generally 
good. The lighting of passenger cars should be still 
further improved. The Board has exempted certain 
railroads from the requirements of the power brake 
law, also the coupler law, the extension of time 
granted being in line with similar extensions granted 
by the Interstate Commerce Commission. Eight em- 
ployees have been killed by catching their feet in 
frogs, and the Board is having tests made of different 
appliances for the prevention of such accidents. 

The Commissioners speak of the danger of running 
engines like those with Wootten fireboxes, in which 
the engineman and fireman are out of sight of each 
other, and the belief is expressed that there should 
be a second man in the cab with the engineman, or 
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that some suitable device should be provided for 
communication between the engineman and the fire- 
man. What this would amount to in cases like the 
three or four recently reported, where the engineman 
was killed or dropped dead from heart disease, is a 
point on which the Commissioners give us no light. 

The reports made to the Board by the street rail- 
road companies of the state for the year ending June 
30 are summarized as follows (cents omitted): 


For year end- For year end- 
ing June 30, ing June 30, 
1898, : 


98. 1897 
ema WICK scsnccsisisecworens $132,844,303 $126,978,482 
PUNGGE GOD ..ccceveoversosvecys 130,179,166 104,823,698 
CFMTUNGCA GOVE. .....cccccccescves 23,254,380 
Cost of road and equipment... 221,665,039 


29,911,428 


Gross earnings from operation 1,4 
18,117,799 


Operating @CXPeNSeS ...ceseeeee 









Net earnings from operation.. 11,793,628 
Income from other sources.... 1,457, 1,262,308 
Gross income from all sources 14,188,169 13,055,987 
Taxes and miscellaneous...... 1,459,469 1,408,719 
*Interest paid and accrued.... 6,022,776 5,392,037 
a RG PPO ee ee irra a 5,799,359 5, 387,164 
Surplus for the year............ 631,007 604,506 


*Includes respectively interest and dividends paid by 
lessors from rentals received from lessees as follows: 
1897. 1898. 

$1,549,001 $1,666,068 

2,581,054 2,729,894 


Intérest Sue cdiwe? Sew phabeweseas saseae 
Dividends . RRP WE eres ares 
The percentage of dividends to capital stock of 
railoads for tie year was 4.36. The number 

f pass ngers cartied on all the street surface rail- 
oads of the state, including ‘transfers,’ during the 
year, was 849,310 670, an increase over 1897 of 90,541,093, 
The number carried in the Boroughs of Manhattan 
and the Bronx, New York City, was 456,963,753, in- 
cluding “trarsfers,” an increase over 1897 of 57,528,010. 
The number carried in the Borough of Brooklyn, New 
York City (including some carried in the Borough of 
Queens), was 217,110,612, including “transfers,’’ an in- 
erease over 1897 of 17,224,793. 

Seventeen passengers, 11 employees and 46 other 
persons were reported killed on the street surface 
railroads during the year, and 240 passengers, 52 em- 
ployees and 249 other persons were injured. The 


” 


Board has approved changes of motive power on the 
remaining horse railroads, all of which are in New 
York City. The electrical expert of the Board reports 
that the physical condition of the street roads is good. 
Heavier rails are being laid and larger cars are being 
introduced. Considerable damage is done by electro- 
lysis, and it is recommended that all electric railroad 
companies improve their conductors for the return 
circuit, so as to avoid destruction of gas and water 
pipes. 

The Board believes that power brakes should be 
used on street cars, and will make tests of different 
kinds of brakes. Under the law recently passed, the 
Board has ordered interlocking signals where electric 
lines cross steam railroads at grade in Buffalo and 
Troy. All crossings of this kind in the state are being 
inspected. Where no signals are provided the Com- 
missioners recommend that the conductor of the 
street car go on foot to the crossing with a red flag 
or red lantern before the car is allowed to cross. 
Overhead trolley wires should, at grade crossings, be 
covered with an inverted V-shaped trough, made of 
metal, to keep the trolley from jumping off the wire. 

The use of fenders is increasing. The Board ap- 
preciates ‘their importance, but does not feel war- 
ranted in making a direct recommendation. Package 
freight is being carried by some electric railroads, 
and this business is growing. In three _ instances 
freight cars of steam railroads are hauled over elec- 
tric roads to factories. The street railroad companies 
own or operate 4,002 electric and cable box cars, 3,408 
electric and cable open cars, 10 electric mail cars, 
and 208 electric and cable freight, express and service 
ears. 

The Board has authority to limit any increase of 
stock by a railroad company, but it has no authority 
over bond issues, and in case of a new railroad has 
none over either stock or bonds. It is recommended 
that all stock and bond issues be made subject to the 
approval of the Board or of some other authority. 

In administering Section 59 of the railroad law, un- 
der which new railroads must have from the Boara 
a certificate of public convenience and necessity, the 
Commissioners have found some inconsistencies in 
other sections of the law, especially concerning ex- 
tensions or changes of routes. 


The Kansas Railroad Court. 

The establishment of a “court of visitation’? by the 
populist legislature of Kansas, to take the place of 
the State Railroad Commission, was reported in the 
Railroad Gazette of Jan. 6. From the full text of 
the law, as printed in the Topeka Journal, we make 
the following abstract: 

The court is to consist of a chief judge and two 
associates, the senior judge in service to be chief; 


they are to receive $2,500 each yearly, and have a 
clerk at $1,200 and a stenographer at $750, the latter 
receiving also the usual fees, such as are paid to 
stenographers of district courts. Until the election of 
the year 1900, the judges are to be appointed by the 
Governor; in that year judges are to be elected for 
four years. There is also to be a state solicitor, at 
$.,500 a y ar, to represent the state in all cases be- 
fore this surt, Where the state is a party. The 
court shall have power to try and determine all 


questions as to what are reasonable freight rates: to 


apportion charges between connecting roads; to 


classify freight; “to apportion transportation charges 
among connecting carriers’ (which would seem to 
include passenger as well as freight rates); to re- 
quire the construction and maintenance of depots, 
side tracks, ete.; to compel reasonable train and car 
service; to regulate crossings; to prescribe rules con- 
cerning the movements of trains; to require the use 
of improved appliances and methods; to restrict rail- 
roads to the powers named in their charters, and to 
summon juries. Section 9 provides that “in all mat- 
ters within its jurisdiction, said court shall possess 
full common law and equity powers. It may issue 
every appropriate writ and process to compel the at- 
tendance of parties and witnesses, and production of 
records, books, papers and documents, to execute its 
decrees and orders, including writs of injunction and 
mandamus, and may appoint receivers to carry its 
judgments into effect. It shall have the same power 
to punish for contempt as district courts now have, 
and may exercise it in the same manner, and to cause 
the attendance of a jury, whenever required in the 
exercise of such power.” 

The court may appoint masters, referees and _ re- 
ceivers. Only simple pleadings shall be _ required, 
and technical rules of pleading shall not be applied. 


Working Costs in Cents per Car Mile for Cable and Electric on the Chicago City Railway. 


functions; then, if the road does not obey, the court 
may take charge of its property and appoint a re- 
eeiver. 

The act goes into effect March 15. 








Cost of Street Railroad Working in Chicago. 





As an addition to the recent notes on the cost of 
working street railroads, the accompanying table 
may prove of interest. The figures for 1897, it will be 
noted, are the same as given in our issue of Dec. 
23 last, and were made out for the calendar year, 
not for the year ending June 30, 1898. 

As to the life of the cables which the company 
uses, the following shows the average record made: 
No. of Cable. Length of Cable. Life of Cable in Miles. 

24,400 48,712 


1 Et. 

2 23,800 ** 98,000 
3 24,300 ‘* 44,436 
4 27,500 ‘ 45,000 
8 19,175 ‘* 85,000 
9 14,500 ‘* 115,000 
10 21,300 ‘‘ 75,000 
11 22,400 ‘* 120,000 
12 12,800 ‘‘ 60,000 


As a reason of the discrepancy in the cost of op- 
eration of cable and electric, in favor of the cable, 
——- — the following causes are 

given by the Electrical En- 
gineer of the Chicago City 











Railway Company, Mr. G. 




















1896. 1897. 1898. 
W. Knox: 
Cable. |Eleciric.| Cable. | Electric.| Cable. | Electric, 1 ‘he maintenance of 
ak, —| —. |] ia a = = aay item: the cable ia Jow 
Transportation  _. ............ - 4.77 6 017 4.567 5.934 4.537 5.731 
Maintousnce of way*...... sie 1.53 | 2.367 | 1.27% | 1.4x2 | 1563 5 ~ Bievedprctipaiansaatiapnndcciiagger! 
Power se Meas hy 1.05 1 151 1.0%2 1 092 1.5 1895 the greater portion of 
Generalexpenses ............ ......| 2.057 2 070 2.59 2.593 2.508 2.493 th I $ i 
Maintenance equipment ase 1.016 1 925 t 116 1 9:0 1.115 1,311 ' lbs pillage Magee ap 
= ics pat eet eee «eee eel — with new rail and _ the 
Total ner milo: s.ciccicce: «owes 10.540 13 467 10 706 13.051 10.815 12.929 joints all cast-welded, so 
Miles run .......... te 13,908,190) 10,018,020) 12,562 610} 11,616,530, 11,678,020) 12,563,380 that there is now practi- 











* This item also includes maintenance of buildings. 


The state solicitor, receiving a complaint on oath, 


must forthwith proceed in the court, and after suit- 


able notice the court must bring the case to trial. 
If the state solicitor refuse to act, or delays a com- 


plaint, the court may give him suitable directions; 
but if he does not then act in good faith, or with 


reasonable diligence, the court may appoint another 


solicitor to take charge of the case, and make a de- 
duction from the state solicitor’s salary. 


the state. 


If, on receiving a complaint of a rate, the court 
shall deem it advisable to change other rates on the 
to be 
brought into the case. When a rate is first brought 
before the court, the burden of proof shall rest on 
the railroad to show what is a reasonable charge; on 
a subsequent proceeding to modify these rates the 
burden of proof shall rest on the complainant. No 
tariff shall be receivable as proof that its rates are 


same road, it may order such other rates 


reasonable, and the fact that a rate is customary 
shall not be evidence of its reasonableness. In con- 
sidering a rate, the court may find the value and 
cost of a railroad; may decide whether its stock is in 
any degree fictitious, and whether its revenues will 
probably increase or diminish. It may also determine 
whether any of the funds of the company are wrong- 
fully used. On finding what is a reasonable rate, the 
court shall perpetually enjoin the road from _ de- 
manding or receiving any other rate. 

If a railroad neglects to obey an order of the court 
the court may order the sequestration of its property 
and appoint a receiver to take possession of it. 

Final decrees of the court are reviewable by the 
Supreme Court, and the latter may stay the issue of 
any process made by the Court of Visitation. Pro- 
ceedings in error for a stay must be begun within 60 
days after the promulgation of an order, unless the 
Supreme Court, for good cause shown, shall extend 
the time. 

The costs of cases before the Court of Visitation are 
to be paid by the defendant if the decision is against 
him; but if it is not against him, the costs are to be 
paid by the state, unless the complaint proves to 
have been malicious or vexatious, 

No judge, nor the clerk, nor the state solicitor, 
shall take a free pass. 

Any officer or agent of a railroad knowingly de- 
manding or receiving unlawful compensation or dis- 
criminating, is liable to a fine of $1,000 or imprison- 
ment for one year. Any person violating any pro- 
vision of the law or willfully obstructing the decrees 
of the court, shall be similarly punished. A railroad 
company violating shall pay a penalty of $1,000 for 
each day that the disobedience continues. In addi- 
tion to the criminal clauses, the state, or any county 
or town, may sue a railroad in a civil suit. 

In case of a strike on a railroad, the court may take 
up the case and ccempel the railroad to explain its 
position, telling wherein the acts of the emnloyer led 
to the strike. If the court finds that the road is free 
from fault it shall be unlawful for the strikers there- 
after to interfere by word or deed with new men em- 
ployed by the road; but if the court shall find that 
the road has failed in its duty or has been tyrannical, 
oppressive or unjust, and the strike resulted there- 
from, it shall command the road to perform its usual 


Com- 
plainants may employ their own counsel to assist in 
their cases, and such shall be treated as counsel for 


— cally no repairs necessary 

on joints. Again, the 
company has within the past few years been using 
a cable carrying pulley which is a net saving over 
the old ones used of from 55 to 60 per cent. 

The life of the cable may be regarded as extremely 
long. The level roads and few curves are mostly 
responsible for this condition. It may easily be seen 
that what is ordinarily the largest items of expense 
in the maintenance of way for a cable road are 
greatly reduced. 

The low showing for the transportation cost made 
on the cable results from the use of trail cars. This, 
of course, enables the running of more cars, conse- 
quently more car miles, with a great reduction (over 
singly operated cars, as in the case of the electric, 
and as many roads operate their cable) in the train- 
men’s wages. As may be easily understood, it takes 
two men to operate one electric car, while, with 
only one additional man, a train of three cars can 
be run on the cable road, the single header man 
taking care of the grip car along with his own. This 
of course results in a large saving over singly op- 
erated cars. 

The cost of maintenance of way for the electric 
is somewhat higher than it ordinarily would be, were 
it not for the improvements being made on the 
track. All the joints are being cast-welded, new 
special work going in, and other improvements being 
made, 








Power House of the Third Avenue Railroad, New 
York. 





The general designs have been completed for the 
new power house of the Third Avenue Railroad Com- 
pany of New York City. The building is to be sit- 
uated on the Harlem River, between 216th and 218th 
streets. The plans provide for putting in nearly 50,- 
000 h. p. of generating machinery; each of the 16 inde- 
pendent sets of machinery will turn out 3,000 k.w. 
Westinghouse, Church, Kerr & Co. have received the 
contract for the entire installation, the general speci- 
fications for which were made by Dr. Louis Duncan, 
the Consulting Engineer of the road. 

The building will be 320 ft. long, 250 ft. wide, and 
will be divided lengthwise into two separate parts, 
one for boilers and the other for engines and genera- 
tors. On the river side will be the boiler house, which 
will be about 100 ft. high. At the top of this building 
a 10,000-ton coal bin will be put in. There will be 
60 Babcock & Wilcox boilers, arranged in double 
rows, two tiers high. Roney mechanical stokers will 
form part of the installation, and with all the im- 
provements it is safe to say that this station may be 
regarded as a model one. The coal will be delivered 
to the station from barges, making the cost as low 
as possible. The present plan is to generate high 
tension currents of about 10,000 volts, alternating, 
and to transform this current to a direct current of 
500 volts, for the conduit electric road, which is to 
take the place of the cable roads. There will be at 
least 30 or more rotary transformers required. 

It is believed this generating station will have a 
larger output than any yet built, the nearest ap- 
proach being the one under construction by the Met- 
ropolitan Street Railway Co. of New York City, 
where about 33,000 h. p. of machinery is to be put 
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in. Interesting results may be looked for from the 
working of these two stations, inasmuch as the Met- 
ropolitan station will have a high massive smoke- 
stack and will not be provided with many of the 
mechanical features, as stokers and forced draft, 
which will be used at the Third Avenue station. 








San Francisco Suburban Lines of the Southern 
Pacific. 





The Southern Pacific (Railroad) Company has 
lately made extensive improvements for the. pur- 
pose of increasing the capacity of its passenger lines, 


shown in Fig. 4, takes the place of two old bridges, 
one for the standard gage railroad (Alice street) and 
one for the narrow gage (Webster street), which were 
located respectively on the right hand and on the 
left of the new bridge, about 300 ft. away. The 
new bridge was built by the railroad company under 
orders from the United States Government to make 
a wider channel than that provided for when the 
light structures at Alice and Webster streets were 
built. Both the narrow and the broad gage lines are 
carried across the harbor on the new structure, 
and the old bridges have been abandoned. The broad 
and the narrow gage tracks are gauntleted. The 














Fig. 1.—Harrison Street Drawbridge, Southern Pacific Railroad, Oakland, Cal. 


over which large numbers of passengers are carried 
daily from and through Oakland to San Francisco. 
A principal feature of the improvement is a large 
new ferry steamer, with capacity for carrying 2,000 
passengers. Another is a new drawbridge at Harri- 
son street, Oakland, views of which are given here- 
with, Figs. 1 and 2. 

Besides what may be called the regular suburban 
travel, the company is frequently called upon to 
move very large crowds within the shortest possi- 
ble time. When races are held at the Oakland Trot- 
ting Park, anywhere from 2,000 to 4,000 people have 
to be moved at about 2 o’clock to the races and have 
to be brought back at about 6. Oakland Pier is a 
busy place at all times. All of the suburban trains, 
as well as the overland, run to the end of this pier, 
the total movement in one day amounting to 185 
trains in and 185 trains out, or 370 in all. The sub- 
urban lines terminating at Oakland are as follows 
(see sketch, Fig. 4): 

1. From Oakland Pier northward along the shores 
of San Francisco Bay to the trotting park, where 
the local line to Berkeley diverges. 

2. From Oakland Pier through Seventh street, Oak- 
land, known as “‘the Seventh Street local.” 

3. From Oakland over the line marked ‘Central 
Pacific Railway overland” along the north shore of 
Oakland Harbor eastwardly to Niles. This is part 
of the Central Pacific main line, but between Niles 
and Oakland Pier numerous suburban locals are 
run. 
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Fig. 2 —Southern Pacific Drawbridge, Oakland. 


4. From Oakland Pier via ‘Central Pacific Rail- 
way overland,” crossing Oakland Harbor at the new 
bridge and running to Alameda. 

5. The narrow gage line running to Alameda from 
Alameda Pier along the south line of Oakland Har- 
bor. 

6. The narrow gage line running from Alameda 
Pier along the south line of Oakland Harbor, 
crossing it at the new bridge and running northerly 
to the heart of the city of Oakland, to what is known 
as Fourteenth Street Station. 

Frequent trains are run on all of these lines, the 
total movement across the bay on both ferries aggre- 
gating about thirteen to fourteen million passen- 
gers a year. 


The new drawbridge, location of which is 


the 


draw, as well as the switches leading to it, are pro- 
tected by automatic signals. All of the switches 
and signals are worked by compressed air supplied 
from the shop by pipes, which are laid from the Oak- 
land yard on both the Berkeley line and the Cen- 
tral Pacific main line. These pipes furnish power 
for working interlocking switches at various points 
between the pier, Oakland Trotting Park and the 
junction of the Seventh street local line with the 
Central Pacific main line near theeast end of Oakland 
Harbor. The drawtender works from his cabin all 
of the switches and signals connected with the 
draw. The draw itself is turned and locked by elec- 
tric power. The approaches leading to the draw 
are built of creosoted timber, with the company’s 
standard ballasted floors, which were described in 
the Railroad Gazette, September 24, 1897, p. 671. 
The tracks are laid with standard 75-lb. steel rails. 
On the line to Fourteenth street station a third rail 
is being laid in order to permit standard gage trains 
to be run from Alameda Pier to Fourteenth street 
for passenger service. The narrow gage track is 
to be maintained for freight trains, the Fourteenth 
street station being a freight as well as a passenger 
station. 

The metal works of the span was furnished by the 
Pheenix Bridge Company. The foundations were put 
in by the Maintenance of Way Department of the 
Southern Pacific Company, Mr. W. G. Curtis, Engineer. 
This department also erected the superstructure. 
This is a remarkably long and heavy span. It is not, 
however, quite so heavy as is required by the com- 
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shows how the physical characteristics are affected 
by varying the proportions of nickel: 
Limit of Tensile 





Per cent. elasticity. strength. Elongation 
of nickel. Lbs. per sq. in. Lbs. per sq. in. Per cent, 
0 20,630 45,472 30 
8 62,496 79,520 10 
16 cane 58,240 1 
30 14,224 2 
60 to 98.5 53,760 to 42,560 36 to 17 


When the nickel was increased from 0 to 8 per cent. 




















the elasticity limit and tensile strength increased 
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-ig. 3.—Foundation of Center Pier, Harrison Street 
Drawbridge, Oakland. 


steadily, the greatest strength being found with 8 
per cent. nickel. With more nickel the conditions 
became irregular, as indicated by the above figures. 
As regards the fractured surface of the various al- 
loys, with 0.5 per cent. nickel it was porous, but be- 
came close with 1 per cent. nickel. With 3 per cent. 
nickel the fractured surface was fine in grain, but 
with an increasing percentage of nicke! it became 
more and more coarse, eventually showing ‘needle- 
shaped crystals. As an exception, with 60 per cent. 
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Fig. 4.—Railroads of the Southern Pacific Company, Oakland, California 


pany’s standard specifications, as the lines in ques- 
tion never will be used for heavy freight traffic. 








Nickel Steel Tests. 





According to Engineering (London) a series of ex- 
haustive tests with nickel steel has been made at 
the Charlottenberg Testing Institution near Berlin, 
but only a few of the principal results are given. The 
chemical composition of the specimens used varied 
between 99.6 and 0.33 per cent. of iron, with 0.05 to 98.4 
per cent. of nickel, the percentage of other ingredi- 
ents, such as cobalt, copper, manganese, aluminum 
and sulphur, being very small. The percentage of 
cobalt varied from 0.01 to 1.03 per cent., it increasing 
with the percentage of nickel. The following table 


nickel, when the strength conditions again became 
normal, there was a fine grain. The results obtained 
on compression were quite similar to those given by 
the tensile tests. Nickel steel was found to stand 
rolling only when the percentage of nickel was no 
more than 4 per cent., the metal showing fractures 
when the percentage of nickel was larger. 








Shippers will growl, even in Italy, where a Milan 
merchant loaded a car with fruit, etc., and consigned 
it to a suburb 4% miles distant, where it arrived in 
the course of nine days, having made the journey at 
the average rate of nearly half a mile a day. The 
ehipper estimated that if he had shipped it to Naples 
it would have been at that rate about three years on 
the road. ; 
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EDITORIAL ANNOUNCEMENTS. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the eonstruction of roads 
and machinery and railroads, and suggestions as to 
its improvement, Discussion of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in vur editorial columns OUR OWN 
epinions, and those only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially either for meney or 
in consideration of advertising patronage. 








Mr. C. C. Anthony, whose writings on signaling, 
always phrased with great accuracy, are well known 
to our readers, has a letter on our first page call- 
ing attention one more to the looseness in the 
terminology of those branches of signaling which 
have to do with distant signals and caution 
indications. Mr. Anthony’s reference to the small- 
ness of his party is uncalled for. He has nu- 
merous suporters. A well known signal engi- 
neer has protested, in the Railroad Gazette, against 
the misuse of “caution” for the indication of a dis- 
tant signal. Undoubtedly, the most careful think- 
ers among responsible signal engineers have right 
views on this subject; their acquiescence in the use 
of incorrect terms and unscientific practice is prob- 
ably due to occupation with matters of more press- 
ing importance.- We have repeatedly presented the 
reasons why this inexact use of words should be 
stopped, though we have not always taken pains 
in our own utterances to follow the strict con- 
struction that we should advocate in official or- 


ders or communications, or in a rule. A dis- 
tant signal, when “on,” may be said to mean 
“Stop; but not at this place.” That is too long 


a phrase to use. “On” or “off” are well un- 
derstood in England, and cannot be improved on. 
What could be shorter or more forcible? But our 
signal men do not seem to take to those admirable 
terms, and Mr. Anthony’s suggestion has an open 
field. Any signal superintendent who has author- 
ity to settle questions of this kind is bound to work 
for the adoption of the best terms that are offered, 
or else to get up something better. It should need 
no argument to convince anyone that the-only ra- 
tional function of a distant signal is that which it 
fulfils as an adjunct to its home signal, and that 
the home signal has nothing to do with the track 
between itself and its distant. Telling enginemen 
that caution is to be observed between the distant 
signal and the home means that the rate of speed 
called for by “caution” is to begin at the distant 
signal, not at some indefinite point on beyond; and 
everybody knows that such a requirement is absurd, 
for in a fog or snowstorm the distant may not be 
discernible more than 100 ft. away. To require 
trains to stop in 100 ft. is equivalent to making the 
distant a stop signal. It may be that the correction 
of our words will be the most effective measure 
toward getting our practice corrected. 


If competition is to be removed, what is to take 
the place of it (as a regulator of rates)? This is the 
climax of that part of the Interstate Commerce Com- 
mission’s annual report which deals with the de- 
mand of the railroads fora law authorizing compet- 
ing carriers to pool their receipts. The answer to this 
is that all the pools that might be formed for five 
yvars after the passage of an empowering law, 
in “removing” or destroying 


arnl4% not succeed 


competition. They would not greatly modify it. 
The very best efforts that could be put forth by 
Messrs. Hayden, Gray, Cochran, Blanchard and the 
other experts would be feeble compared with the 
forces of competition as they now exist. It is true 
that this is a hackneyed argument, but the persist- 
ency of the Commissioners in their line of reason- 
ing justifies the reiteration of this point. It may 
also be admitted that we are unscientific, and pos- 
sibly not very strong in legal wisdom, when we 
advocate the passage of a law on the ground that 
it will in practice produce only a part of the results 
which some people expect from it—will be only 
partially effective; but to this it may fairly be an- 
swered that the whole railroad problem is a matter 
of experiment, often very uncertain, and always 
subject to economic laws which nobody can fit to 
the facts except in a very loose way. The work 
of forming a pool would, in important features, be 
subject to the same hampering conditions now that 
it was in 1885, and there were enormous difficulties 
then. The Trunk lines have very difficult questions 
between themselves, due to their respective inter- 
ests in rival ports; they, a3 a body, have a difficult 
question with the Norfolk & Western; all the At- 
lantic lines have a still more obstinate difference 
with the Gulf lines; and all these would differ in- 
terminably concerning what shipping points should 
be included in a given pool. We have yet to find the 
railroad man, however selfish and short-sighted, 
who hopes for more than a very moderate degree of 
improvement in the rate situation by the legaliza- 
tion of pools. 





The final comment of the Interstate Commerce 
Commission on the rate problem is that if the pres- 
ent Commission is not qualified to regulate trans- 
portation rates throughout the country, “then a 
more competent tribunal should be created.” With- 
out the slightest discourtesy to any Commissioner, 
it may be said that this is a vital element in the 
problem, although only two lines of the report are 
devoted to it. A tribunal competent to deal with all 
the freight-rate complaints in the United States 
would have to be something parallel, in magnitude 
of detail, to our whole system of Federal Courts. 
It would have to be able to sit in different districts 
frequently, and it would have to be composed (as 
is the case in England) of two separate bodies (in 
each district), so as to avoid the incongruity of hav- 
ing the same man act both as prosecuting officer 
and judge. If it were to be any better than the 
present United States District Courts it would have 
to be composed, partly at least, of railroad experts, 
not simply of lawyers, however excellent their 
public spirit. Even if the Commission is to 
continue in its present state—that of a body of 
expert assistants to the District Attorneys— 
these questions, arising out of the largeness 
of the territory to be covered and of the need of 
expert knowledge, demand consideration. Prompt 
settlement is a vital issue in many shippers’ com- 
plaints, and a commission working witu arms a 
thousand miles long cannot effectively deal with 
them. The organizations of merchants in our large 
cities, which set out to settle their disputes with 
the railroads without recourse to the law, invaria- 
bly engage as their chief agent (commissioner) a 
man who has had intimate experience in the traf- 
fic department of a railroad; can the Government 
do better than take a hint from the merchants’ 


example? 








Railroad Engineering in the Colleges. 





If the engineering and mechanical departments of 
the railroads are not well officered in the future it 
will be no fault of the technical schools. From Bos- 
ton to St. Louis and Minneapolis the country is 
dotted with schools which give a training in civil 
engineering, steam engineering and mechanical en- 
gineering such as no generation ever had before; 
and year by year these schools give more attention 
to the especial requirements of the railroad ser- 
vice. 

The locomotive equipment of Purdue University 
has advertised that institution more widely than 
anything else that it ever did. Columbia will soon 
have an actual road engine installed in its labor- 
atories. Cornell has entered on an enterprise in 
railroad mechanical engineering which will prob- 
ably lead to important additions to its special rail- 
road laboratory equipment. The Massachusetts In- 
stitute of Technology and Stevens have long been 
famous for the quality of mechanical and steam en- 


gineering instruction given there, but they have not 
gone very minutely into special matters of railroad 
design and working. In many schools now we may 
find small collections of parts, such as_ bolsters, 
trucks, fragments of exploded boiler plates, etc., 
which give the boys a chance to see actual details 
of design and often of failure. Careful students of 
railroading have long recognized the value of the 
scrap heap as a field for the study of the morbid 
pathology of railroad material and equipment, but 
the collections in the colleges are too fragmentary 
to be of much use. No doubt these little local rail- 
road museums will be greatly increased within the 
next few years, as the graduates of the various in- 
stitutions send to them interesting specimens of 
work or failure. 

These thoughts are suggested by the description 
on another page of the new railroad laboratory at 
Purdue University, and many of our readers will be 
especially interested to observe that the M. C. B. air 
brake rack and the M. C. B. brake shoe testing ma- 
chine have been installed in that laboratory. The 
students there, and the professors, too, will now 
have an opportunity to study the science and art of 
train braking as something more than a mere ab- 
straction, and doubtless many railroad men will 
make occasional pilgrimages to this laboratory to 
brush up their own knowledge and for tests and 
demonstrations. 

We shall not enter now into any general discus- 
sion of the correct theory of technical education, or 
of the tendency to teach details of construction 
rather than eternal principles. But whatever may be 
one’s views on these subjects, we must all admit that 
the average human boy has his zeal and intelligence 
much quickened by chances to see the actual appli- 
cation, in work, of the principles which he is taught. 
It seems to us that the keenest students are those 
who are able to intersperse their college work with 
field and shop work, and the boy is lucky who can 
do this without actually breaking into his college 
career. 





The New Standard Code. 





The Chesapeake & Ohio has just adopted and put 
in use a revised code of train rules, and in the re- 
vision has closely followed the phraseology of the 
Committee of the American Railway Association as 
used in its last report. This report, presented at the 
meeting of the Association in New York City last 
October, consists of a careful, detailed revision of the 
train rules proper, and of the train-order rules (the 
two oldest chapters of the code), and the whole of 
these rules were subjected to an arduous threshing 
out in the convention, the discussion taking up the 
better part of two days. A perusal of this two days’ 
discussion, as reported by Secretary Allen, and an 
examination of the Chesapeake & Ohio code, suggest 
some comparisons between the code as it has now 
been evolved and the same code as it left the com- 
mittee’s hands a dozen years ago. 

The most salient feature of the committee’s work 
is the changing of important rules from specific 
prescriptions, to be read, studied and practically 
memorized by trainmen, to briefer statements of 
principles, which can serve only as a basis on which 
prescriptive rules may be based. This work, it is 
to be remembered, is not all the result of the last 
six months of the committee’s labors; the report 
presented in October was only a continuation of a 
work of condensation which was begun as far back 
as the revision of 1895. 

But while thus the formulation of rules has been 
abandoned, and each road is left to make its own 
rules, the Chesapeake & Ohio does not make them; 
it uses the “principles” as rules. In this it is not 
alone, for other roads have done the same thing. 
But this course, followed out, produces marked 
changes in the character of the code, and it will be 
worth while to examine for a moment the aiscussion 
of this last committee report, and make note of the 
diserences between the code as it appeared when 
made according to the theory that prevailed in 1889, 
and the same as the committee now frames it.- In 
the features which we shall discuss, these ten years 
have produced in the practice of the railroads sub- 
stantially no change at all, so that the phraseology 
or the fullness of rules is really the only point at 
issue. 

As everydody knows, nearly every one of the hun- 
dred or more rules in the main body of the code, and 
of the 25 or 30 in the train-order code, deals with 
an important subject by itself; it is, generally speak- 
ing, not possible to take a number of rules together 
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and deal with them as a groyp. We have, therefore, 
several score of topics, the treatment of which 
would take many columns, and we shall select two 
or three typical cases. 

We will take first the clause of the “general no- 
tice,” which says that “Employees, in accepting em- 
ployment, assume its risks.” This is the shape in 
waich the committee reported the paragraph; but a 
motion was at once made by Mr. Loree (Pennsyl- 
vania Lines) to add that “they must see for them- 
selves that the tools and appliances with which they 
work are in safe condition, and are expected to look 
after and be responsible for their own safety, as 
well as to exercise the utmost caution to avoid in- 
jury to others.” This proposed addition is some- 
what longer than the clause which the committee 
had cut out, and is an improvement. The commit- 
tee simply sought to condense. Mr. Loree, in mak- 
ing his motion, recognized that probably he was 
violating deep-seated notions of conciseness which 
had animated the committee in the preparation of 
the code; but his legal advisers held that the ampli- 
fied form would give them important and proper aid 
in defending the company in lawsuits, and so, of 
course, he felt like insisting on his motion. He ex- 
pressed the opinion that “in this particular the rules 
had been so refined that all the strength and virtue 
had been taken out of them.” This was what his 
lawyers had said to him; but evidently the speaker 
himself agreed with them, and it is also evident 
from the printed discussion that other prominent 
members of the Association held the same opinion. 

It was argued on behalf of the committee that this 
clause was simply an affair of the legal uepartment 
and not essential to the operation of trains, and 
therefore could be omitted; but why, then, said a 
critic, did not the committee omit the whole para- 
graph? Again, the regulation requiring brakemen 
to provide themselves with flags and red lanterns 
might with equal propriety be called a legal ques- 
tion. Another member thought that as the printing 
of the rule in the book would not make it binding on 
the employee its presence there was useless, any 
way. The chairman of the committee said that if 
brakemen were required to test the safety of all ap- 
pliances and were allowed the necessary time to do 
so, trains would never get over the road; if you tell 
a man to make the examination and then do not 
give him time to do it, you are worse off than if you 
had said nothing; the brief clause reported by the 
committee was simply a statement of the common 
law. The committee declined to accept Mr. Loree’s 
amendment; but the meeting adopted it. The whole 
code was, however, subsequently referred back to 
the committee, so that the paragraph has not yet 
become a part of the Standard Code; and, as we nave 
seen, the Chesapeake & Ohio adopts the view of the 
committee rather than that of the Association. 

The treatment of this rule and the results thereof 
illustrate what has been done with others. The 
changes made by the committee are, in many cases, 
undoubted improvements. But with those who 
think that the code had better not have been sub- 
mitted to such a radical revision, the question is. 
Are the advantages to be gained (in the rules which 
are improved) of sufficient value to offset the disad- 
vantages resulting from the marked abbreviation of 
the code as a whole? Every elimination from the 
code of 10 years’ standing affords an opportunity 
for non-uniformity in the code as actually placed 
before trainmen, for the subjects cut out still have 
to be dealt with in some shape, and each road will 
use its own language. The clarification of language 
effected by the labors of the Committee of 1887-89 
was probably of at least equal value with the correc- 
tion and unification of principles which was accom- 
plished at the same time, and the query naturally 
occurs, in reviewing the action of the convention, 
whether a part of this valuable result is not being 
thrown away. 

In discussing the question about warning an em- 
ployee of the risks he is to take, the convention was 
considering whether or not a subject should be in- 
cluded in the code. Now, to take up the question of 
how a subject shall be treated after it has been put 
into the code, let us consider Rule 99, the flagging 
rule. (Since 1896 this has been No. 399; under the 
committee’s rearrangement it now comes once more 
into possession of its old number, 99. This looks 
like a happy accident, as very few other rules have 
familiar numbers.) Up to 1895 this subject, flagging, 
required three rules, 96, 97 and 99. The first two of 
these were really supplementary to No. 99. When 
these two were expunged the specific portions of 99 
were also cut out, and that rule remained simply a 
statement of a principle. But this “principle,” stated 
in the most general terms, is used by the Chesapeake 


& Ohio as the rule. (And other roads have done the 
same; it has been in this short form in the Standard 
Code since 1895.) The “principle” is: 

‘When a train stops or is delayed under circum- 
stances in which it may be overtaken by another, 
the flagman must go back immediately with stop 
[formerly danger] signals a sufficient distance to in- 
sure full protection. When recalled he may return to 
his train, first placing two torpedoes on the rail when 
the conditions require it.” 

The original rule provided for specifying the dis- 
tance the flagman should go back; the distance apart 
the (three) torpedoes should be placed, and the dis- 
tances from the train; also (in Rule 96), how long a 
train could stretch its regular stops before sending 
out a flag; to what extent a flagman could relax his 
rule in case of an unusual stop of very short dura- 
tion; and (Rule 97) to what extent the time in- 
terval could be depended upon. But all these points 
have to be dealt with in some way, as was evident 
from questions propounded by members in the dis- 
cussion at the convention, and the outsider begins 
to wonder if the only result of the six years’ experi- 
ence with a full and detailed rule (1889-1895) is to 
convince the majority of the Association that the 
diversity of rules prevailing previous to 1887 is bet- 
ter than the uniformity which the Standard Code 
was supposed to introduce, and which then appeared 
to be looked upon by everyone who examined the 
code as a marked improvement on former condi- 
tions. Mr. Stevens (C. & O.) plainly prefers the 
briefer rule (the “‘principle’’). He depends evidently 
on having “the right kind of men” and on their pro- 
tecting trains with safety and without unnecessary 
waste of time, whatever the code may omit. An- 
other member will prefer to have a full rule, and 
will make such a rule for himself. Numerous other 
members will do the same, and then uniformity is 
gone. 

We have not written this article with the idea of 
presenting a plea for the reversal of the Associa- 
tion’s judgment. We desire simply to set forth a 
view of the results of what has been done on the 
code as they appear to one looking at the work with- 
out predilections. Codes compiled by a numbcr of 
prominent roads since 1895 (when the effects of the 
refining process on the Standard Code first began to 
appear) still have detailed flagging rules; but, there 
being no standard, each road is a law unto itself. 
We do not dogmatically assert that this lack of uni- 
formity is an important loss; but whether it is or 
not, it would seem that, in now making a radical 
change, those who worked so assiduously for uni- 
formity in the earlier years of the Standard Code 
are going back on their own doctrine, as clearly as 
Senator Platt of Connecticut goes bavk on the Dec- 
laration of Independence. 

As we said at the outset, we are discussing only 
rules as rules. In the matter of practice, the Rail- 
road Gazette swears by the block system, which 
for 30 years has made a good record in England, 
with practically no flagmen at all. But whatever the 
practice, it is worth while to remember that only 
so long as uniformity (not merely of principles, 
but of rules), continues to be recognized as an im- 
portant desideratum, shall we have the benefit of 
the fullest discussion by the best informed railroad 
men of the country; and that there is still need of 
discussion is indicated by the remarks of Mr. Frey 
at the convention concerning his rule for the guid- 
ance of flagmen when they are called in before they 
have gone back far enough. That contingency in 
flagging is provided for in very few codes. 

In a future issue we propose to give some extracts 
from the discussion at the convention on other 
rules. 








Annual Reports. 


Lehigh Valley.—The fiscal year of this company 
ends Nov. 30. So far as the railroad company’s 
figures are concerned, the results of operations 
in 1898 are favorable enough, and brought about 
largely by savings in the transportation account. 
The gain in gross was only $183,400 on receipts of 
nearly twenty million dollars, but net earnings 
gained $408,500; the gain in surplus was $371,000. 

The Coal Company’s operations make a quite dif- 
ferent showing, with a loss of a million dollars in 
gross receipts, and net fell off $854,000. This left 
a deficit of $419,700, and the loss from mine working 
was nearly equal to the surplus earned by the rail- 
road. Over $700,000 additional was spent on col- 
liery improvements and charged against income, so 
that the Coal Company’s actual deficit is reported as 
$1,142,807, without including the $831,000 guaranteed 
interest on the Coal Company’s bonds, paid by the 
railroad company, and included in its fixed charges. 
The combined figures of the two companies show a 











debit of $668,703 on the year’s operations. The de- 
tailed figures follow: 
Ine. 

1898. 1897. or Dec. 
Gross earnings...... $19,742,537° $19,559,166 I. $188,371 
Operating expenses 14,188,227 14,413,380 D. 22: 
Net earnings .......... 5,554,310 5,145,836 I. 
Miscellaneous income. 1,244,945 1,087,960 I. 
COAPEON » as idea kcnacckaus 6,325,151 6,131,183 I. 194,018 
ID onc vadccccadicese 474,104 102,662 I. 371,442 


The figures of the Lehigh Valley Coal Co., not 


included above: 





EMCEE facecccanvcevcsencavas $16,666,527 $17,655,863 

TEROMOOE ccc cvccccccccccescces 17,086,236 17,221,201 

Net earnings (def.).......... 419,708 (s.) 434,661 ’ 
22,450 25 D. 


Interest D. Bonds 
GIRS CAGE. Des cvcccceccncdes 
Improvements 700,648 399,484 I. 301,164 
Total GHC. <ccccccdasecscees 1,142,807 (s.) 10,177 1.1,152,894 

The tonnage of the company since the opening of 
its line to Buffalo has shown steady increases, but 
at the cost of the ton-mile rate, which had fallen to 
4.06 mills in 1898 on general freight (from 6.5 mills 
in 1898), and to 5.12 mills on all business, including 
coal. The rates on the latter have not been much 
better maintained than on miscellaneous business, 
and they are now 6.69 mills, against 7.12 mills in 1897. 

President Walters refers to the competitive nature 
of the larger share of the company’s business, and 
to the steady and rapid decline of rates, pointing out 
that to derive any profit the road must be so im- 
proved as to be able to work much more cheaply 
than ever before. Under his management a good 
deal has been undertaken to this end, and he holds 
out the expectation that for some time to come lib- 
eral, and perhaps unusual, expenditures will be re- 
quired on roadbed and equipment, to adapt the prop- 
erty to the most economical operation. The special 
changes contemplated during the present year are 
the substitution of heavy engines, lengthening of sid- 
ings, strengthening of bridges, concentration of 
shop work and continued improvement of equipment. 

As instancing the nature of what has been already 
done in this direction, it may be said that $319,963 
was spent in 1898 for additional side tracks and other 
new facilities, and provided for out of earnings; the 
old four-wheel freight cars, of which the company 
has something like 12,000, are being got rid of as 
rapidly as possible, about 2,700 having been retired 
last year, together with 18 engines, 300 other freight 
cars, 151 service cars and 5 passenger cars. This 
accounts for the $666,652 charged to renewal funds 
last year, which stood on Nov. 30 at $821,700, after 
being charged with $769,200 for new equipment 
bought or built during the year, including 250 new box 
cars (addition to rolling stock) costing $146,700. In 
1897 the equipment destroyed was valued, for pur- 
poses of replacement, at $635,000, and included 17 loco- 
motives, 2,500 four-wheel coal cars, and about 400 
other cars. The charges of $700,000 in 1898 and of 
$400,000 in 1897 for colliery improvements indicate 
the extent to which the same policy has been carried 
in the coal department. 

The maintenance of way charges on the railroad 
increased $82,561, and maintenance of equipment 
$129,163, following an increase of $262,800 in these ac- 
counts in 1896. The company spent $668,000 more 
for maintenance last year than in 1895, and this 
indicates fairly well how liberal are the present al- 
lowances for maintenance work. 

The fact that these two items are some $212,000 
larger than the year previous, while the total op- 
erating expenses were reduced by over $225,000, shows 
how large a reduction was made in the transporta- 
tion account. The saving here, in fact, was $405,000, 
or 4.6 per cent., while the ton mileage increased 382 
millions, or over 13 per cent. The same success in 
reducing transportation cost was apparent in the 
1897 report, the first issued by the new management, 
over $583,000 being saved. 

In 1895, 12,045,000 tons of hard coal were carried, but 
only 456,000 tons of bituminous coal; the 1898 figures 
show a loss of 1,819,000 tons of hard coal carried, but 
a gain of over 892,000 tons in soft coal and coke, the 
tonnage of which last year was three times the 
figure of 1895. General freight business has increased 
in the same time from 5,858,800 to 7,374,000 tons, more 
than 1,000,000 tons being gained in 1898. The average 
freight haul on coal is 116 miles, and in other freight 
258 miles while the average train load is 384 tons. 


esecsceces 4 20, 2,550 
442,158 (s.) 409,661 D. 851,820 








The presidents of the Trunk Lines met again with 
the Interstate Commerce Commission at Washington 
last week, and every prominent road was represented, 
Every participant in the conference turns a deaf ear 
to the questions of the reporters, as in the case of the 
earlier meeting; but the Journal of Commerce (New 
York) has discovered that the discussion was not by 
any means devoted to vague generalities; there was 
a definite agreement to reduce the differentials on 
grain for export. This reduction is 50 per cent., mak- 
ing the rate from Chicago to Newport News and 
Baltimore 1% cents less, and to Philadelphia 1 cent 
less, per 100 lbs. than to New York. This should re- 
move or reduce a good deal of friction, for the com- 
plaints of the New York merchants and of the rail- 
roads carrying export grain exclusively to New York 
concerning these differences have been among the 
greatest obstacles to the maintenance of stable rates. 
If the Interstate Commerce Commissioners were in- 
strumental in securing this modification they are to 
be credited with a gratifying and early success in 
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the conduct of their reputed new policy of concilia- 
tion. This question of differences between the rates 
to these rival ports was thoroughly investigated by 
the Commission a year ago, and was reported on last 
May, the substance of the report being that the rail- 
roads must be the judges, within reasonable bounds, 
what the differences should be, and that these rea- 
sonable bounds had not been exceeded. It is plain, 
therefore, that unless the Commissioners have 
changed their minds they cannot have exerted any- 
thing in the nature of legal pressure on the rail- 
roads. Whether or not the five Commissioners and 
all the presidents are chargeable with the crime of 
violating the anti-trust law is a question which—the 
reader can speculate on without our assistance. 








TECHNICAL. 





Manufacturing and Business. 

The Neafie & Levy Ship Engine Building Company, 
of Philadelphia, has received a contract from the 
Baltimore, Chesapeake & Richmond Steamboat Co. 
for a new passenger and freight steamer. It will 
be 260 ft. lond, 46 ft. beam, 300 h. p., about 2,000 
tons displacement, and will have a speed of 18 miles 
an hour. 

J. W. Duntley, President of the Chicago Pneumatic 
Tool Co., of Chicago, writes from Europe that the 
company’s London house has recently sold several 
large plants of pneumatic tools to go to India, and 
an outfit of Boyer tools for use in the diamond fields 
of Africa. An order was received last month from 
Egypt for equipment for a railroad shop in that 
country. English railroads report to Mr. Duntley 
that, although labor is much cheaper than in 
America, a great saving in work is effected by the 
use of the Boyer pneumatic tools. 

The Hancock Inspirator Co., of Boston, Mass., 
has received orders to equip the following engines 
with Hancock locomotive inspirators: One engine 
for the Montpelier & Wells River, building at Man- 
chester Locomotive Works, No. 7, type B; two en- 
gines for the Bangor & Aroostook, building at Man- 
chester Locomotive Works, No. 8, type B; Mexican 
Railroad, two locomotives at Baldwin Locomotive 
Works, No. 10, type A; Compania de San Ildefonso 
of Mexico, two locomotives, at Baldwin Locomotive 
Works, No. 6, type B; Frederikshamm Rail- 
road of Finland, two at Baldwin Locomotive 
Works, Nos. 6 and 7, type B; and White Pass & 
Yukon, two narrow gage compound consolidation 
engines, at Baldwin Locomotive Works, No. 7, type 
A. All of the engines being built by the Schenectady 
Locomotive Works for the Boston & Albany and 
those being built by the Brooks Locomotive Works 
for the Buffalo, Rochester & Pittsburgh, are being 
equipped with the new large size Hancock composite 
inspirators. 


At the annual meeting of the Wheel Truing Brake 
Shoe Co., held in Detroit, Jan. 3, the following 
officers were elected: President, J. M. Griffin; Vice- 
President, G. A. Winslow; Secretary, W. E. Metz- 
ger; Treasurer, W. O. Lee. 

The Standard Scale & Supply Co., Ltd., Pittsburgh, 
Pa., reports recent sales of Reed recording attach- 
ments for railroad track scales to the Illinois Steel 
Co., Union Iron & Steel Co., Spearman Iron Co., 
Pennsylvania Car Wheel Co., Girard Iron Co., Oliver 
& Snyder Steel Co., Wharton Furnace Co., Attna 
Standard Iron & Steel Co., Jackson & Woodin Mfg. 
Co., Chicago, Lake Shore & Eastern Railroad Co., 
and Cape Fear & Yadkin Valley Railroad Co., Wil- 
mington, N. C. 

The Siemens & Halske Electric Co., Chicago, has 
taken the contract to furnish three 1,500 k. w. and 
one 750 k. w. generators for the power house of the 
Northwestern Elevated, Chicago, now building. 


The Railway Cycle Mfg. Co., of Hagerstown, Ind., 
reports a lively demand for Hartley & Teeter light 


inspection cars. Orders come from about every 
country in the world where there are railroads. 
The company shipped 20 cars to eastern Siberia 
last week, for use on the eastern extension of the 


trans-Siberian railroad. A large order for Germany 
is on hand, and large shipments have been made 
recently to Finland and South American countries. 
Keefe, for 10 years Traffic Manager of the 
Illinois Steel Company, has resigned to accept a 
similar position with the new American Steel & Wire 


d. 8. 


Company. 

It is stated that the Canadian Pacific will build 
four large smelters in different parts of the mining 
region of British Columbia during the year 1899. 

Chicago rabbeted grain doors are specified on the 
700 box cars recently ordered by the Chicago Great 
Western from the Michigan-Peninsular Car Co. 

New Stations and Shops. 
Philadelphia & 


We are officially advised that the 

Reading does not anticipate any change looking 
toward the consolidation of the shops of the Wil- 
mington & Northern, at Wilmington, with those 


Reading, as has 


of the Philadelphia & Reading at 
been recently stated. 


The Philadelphia & Reading has awarded a con- 
tract to Armstrong & Printzenhoff for building a 
new ferry house at the foot of South Street, Phila- 
delphia. It will be 84 ft. long and 150 ft. deep. 


The Pressed Steel Car Company. 
The Pressed Steel Car Company was incorporated in 
the state of New Jersey last Friday, Jan. 13, with 
a capital stock of $25,000,000. This stock is to be one- 
half common and one-half non-cumulative 7 per 
cent. preferred. The incorporators named are Adrian 
H. Larkin, Arthur Van Brunt and Francis Landin 
Patton, Jr., all of New Jersey. The company is or- 
ganized to build railroad passenger and freight cars 
of pressed steel. This is the consolidation of the 
Schoen Pressed Steel Co. and the Fox Pressed Steel 
Co., concerning which there has been talk in the air 
for some weeks. We are told that no other com- 
panies making pressed steel shapes have joined in 
the consolidation. The stock will probably soon be 
listed on the New York Stock Exchange. Obviously, 
the consolidation is one of the great movements in 
the direction of efficiency and economy, and it is 
reasonable to suppose that the result, so far as the 
railroad companies are concerned, will be an actual 
reduction in the price of the principal product of 
these concerns. After all, the price which they can 
get for pressed steel cars and parts of cars is gov- 
erned a good deal more by commercial considerations 
and by competition with other forms of construction, 
than by competition between the makers of pressed 
steel shapes. The officers of the new company are: 
President, Charles T. Schoen, Pittsburgh, Pa.; First 
Vice-President and Treasurer, E. N. Dickerson, 
New York; Second Vice-President, Henry W. Oliver, 
Pittsburgh, Pa.; Third Vice-President, William H. 
Schoen, Pittsburgh, Pa.; General Sales Agent, J. B. 
Brady, New York; General Manager of Works, Ed- 
win A. Schoen, Pittsburgh, Pa.; and Secretary, W. 
O. Jacquette, New York. 

50-Ton Freight Cars in Scotland. ; 
English papers report that the Caledonian Railway 
has decided to build 100 freight ‘‘wagons’”’ on the 
American plan, to have a capacity of 50 tons each. 
These cars are to have hopper bottoms, and are to 
be used in the coal and iron ore traffic of the West 
Coast. Shippers dealing in these commodities have 
complained of lack of cars, while, on the other hand, 
the railroads complain that ore is not promptly un- 
loaded. It is said that the cars will weigh empty 16 
tons, which means, presumably, 35,840 Ibs. 

Pig Iron Production in December. 
Figures published in the Iron Age of Jan. 12 show 
an increase in the production of pig iron during De- 


cember. On Jan. 1 there were 200 furnaces in blast, 
with a weekly capacity of 243,516 gross tons, as 
against 195 furnaces in blast Dec. 1, with a 


weekly capacity of 235,528 gross tons, and against 188 
furnaces in blast Jan. 1, 1898, with a weekly capacity 
of 226,608 gross tons. Stocks sold and unsold on Jan. 
1, 1899, amounted to 506,575 tons, against 544,024 tons 
on Dee. 1, 1898. 
Atlantic Type Engines on the Erie. 
We noted last week the order given by the Erie to 
the Baldwin Locomotive Works for four Atlantic type 
engines, These are to be Vauclain compounds, eylin- 
ders 13 and 22x26 in., with 82,000 lbs. on the drivers, 
the drivers to be 76 in. diameter. Three of these en- 
gines are to run on the Susquehanna Division be- 
tween Susquehanna and Hornellsville, to take the 
place of eight-wheel engines now running there with 
the same size drivers. On that run these is a maxi- 
mum grade of about 12 ft. to the mile for 140 miles, 
and the speed on this division will average higher 
than on any other part of the Erie system. The 
fourth of these engines will be used more or less ex- 
perimentally on other parts of the road, in order to 
bring out the suitability of the type for general ser- 
vice. 
The Oceanic. 
The Oceanic, the new steamer of the White Star 
Line, which will be the largest ship in the world and 
which has been building at Belfast for many months 
past, was launched last Saturday. The dimensions of 
the Oceanic are: Length, 704 ft.; breadth, 68 ft.; depth, 
49% ft.; gross registered tonnage, 17,040; displace- 
ment, 30,100; h. p., 28,000; speed, 21 knots. 
Chicago Sewers. 
On Jan. 9 tunneling with the shield was begun on 
Thirty-ninth St., between Calumet and Grand Boule- 
vards, and 30 ft. headway was made the first day. 
This work is being done by the Chicago Star Con- 
struction Co., in connection with the intercepting 
sewer. The conduit, when completed, will be 20 ft. 
in diameter, and will connect Lake Michigan with 
the drainage canal. It will be lined with brick, and 
it is expected that the work can be completed about 
Sept. 1. : 

A commission of three St. Louis city officials vis- 
ited Chicago last week to collect information regard- 
ing the drainage canal, and its probable effect on 
the water supply of that place. 

Compressed Air Trucking. 
In our issue of the 13th, p. 27, was a brief account of 
the project for running compressed air trucks in New 
York City, using the Hoadley-Knight patents. The 


New York Auto Truck Company was organized Jan. 
17. The following officers were elected: Joseph H. 
Hoadley, President; Lewis Nixon, Vice-President; 
Nathan Straus, Treasurer; C. C. Hardy, Secretary; 
Augustus Van Wyck, General Counsel, and J. H. 
Hoadiey, Arthur P. Gorman, Nathan Straus, Lewis 
Nixon, Richard Croker and Robert J. McKinstry, Di- 
rectors. Mr. W. J. Fransioli, General Manager of the 
Manhattan Railway Co., has resigned to take service 
with the Auto Truck Co. 
The Wire Consolidation. 

The Iron Age of Jan. 12 contains a long article on 
this subject, from which we have taken the follow- 
ing: Articles of incorporation have been filed in New 
Jersey for the new American Steel & Wire Co. Un- 
der the laws of Illinois, in which state the old com- 
pany was incorporated, one corporation cannot buy 
the stock of another corporation. The new company 
has acquired the following concerns: Washburn & 
Moen Mfg. Co., Worcester Wire Co., Cleveland Roll- 
ing Mill Co., Oliver & Snyder Steel Co., Oliver Wire 
Co., New Castle Wire Nail Co., Pittsburgh Wire Co., 
Cincinnati Barbed Wire Fence Co., Laidlaw Bale Tie 
Co., Consolidated Barb Wire Co. and the Newburgh 
Wire & Nail Co. The new company will have an 
authorized capital of $90,000,000, of which $40,000,000 
will be 7 per cent. cumulative preferred stock and the 


* balance common stock. 
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Notes. 

The county assessors of Oregon have sent to the 
Secretary of State the assessments of railroad prop- 
erty for the year 1898. The total length of railroad 
is 1,849 miles and the assessed valuation is $5,197,340. 


The Postal Telegraph Co. has asked the United 
States Court in Wyoming to compel the Union Pa- 
cific to allow the Postal to build a telegraph line 
along the railroad right of way. The Postal Com- 
pany proposes to build a line from Denver through 
Cheyenne to Ogden. 


The Windsor & Annapolis Railway of Nova Scotia, 
which, since its incorporation in 1867, has, under a 
provision of its charter, imported all necessary ma- 
terials and stores duty free, has received from the 
Government the sum of $100,000, in consideration of 
which the exemption from duty is relinquished, 

Near Glenside, Pa., one night last week, according 
to a Philadelphia paper, a party of about 20 thieves, 
whe set out to steal coal from the cars in a train 
of the Philadelphia & Reading, adopted the novel ex- 
pedient for insuring success of greasing the track for 
about 1,000 ft. on an ascending grade. The engine 
of the next train that came along had to be detached 
and sent for assistance. and most of the crew went 
with it; and while the men were gone the thieves 
stole nearly a carload of coal. 


Influenza and grip, with which many trainmen in 
New Jersey and Pennsylvania were sick a few weeks 
ago, now prevail in Ohio, and there, as in the East- 
ern states, freight traffic was considerably hindered 
by the lack of enginemen. At Newark, O., 63 en- 
ginemen of the Baltimore & Ohio were reported unfit 
for duty on account of sickness. At one time, two 
or three weeks ago, the Pennsylvania Railroad Vol- 
untary Relief Department had 3,000 sick on its lists, 


An advertisement for men to work on a railroad, 
either steam or electric, has long been a rare thing 
in New York, except, perhaps, when a big strike has 
been on; but such a notice was published last week 
by the Brooklyn Heights (Electric Street) Railroad, 
and there was at once much inquiry among the re- 
porters concerning the occasion for it. It appears 
that the Brooklyn Heights Co. has decided that all 
its motormen should be large, strong men, and, to 
secure a good list to select from, a call was pub- 
lished for ‘good, clean-cut, able-bodied American 
citizens, weighing from 160 to 200 pounds, and not less 
than 5 ft. 8 in. high.” An officer of the company 
tells a reporter that large men “are wanted because 
We are using bigger cars, and a small man wowld not 
have the strength to meet all emergencies. The new 
cars we are using, including passengers, weigh 15 
tons or more. The motormen must be both strong 
and quick in order to turn the brake rapidly when 
trucks or other cars suddenly dart across the trolley 
tracks. They must be not likely to get rattled if a 
block occurs. Each applicant, besides being of the 
necessary weight and height, must pass a rigid ex- 
amination before our physicians.” 

Street Railroads in Havana. 

The street railroad privilege in Havana, Cuba, was 
originally granted for 99 years. There now remains 
41 years of unexpired lease. The Canadian and New 
York syndicate which has bought this lease is headed 
by William McKenzie, President of the Toronto Ry. 
CO.; Toronto, Canada. With him are the Bank of 
Nova Scotia, the Bank of Toronto, Hanson Bros. of 
Montreal, B. F. Pearson of Halifax, H. P. Whitney 
and W. K. Bryan of New York and Senator John 
Smith of New Jersey. 

Hanson Bros. are reported as having bought out 
the existing interest for $1,472,000, or about 92 per 
cent. of the capital stock. F. S. Pearson of New York 
is the Engineer of the new owners. He arrived in Ha- 
vana Jan. 2 and took possession of the property Jan. 
14, and also on that day paid over the purchase 
price for the Regla Ferry. This includes the short 
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line of railroad which runs from Regla to Guana- 
bacoa. The price was $293,000 Spanish gold. The 
ferry is the chief one across the bay from Havana. 
The company will spend $250,000 for new ferryboats 
and other improvements. A permit has been asked 
from Gen. Ludlow to lay new tracks for the rail- 
roads in Havana preparatory to changing the mo- 
tive power to electricity. A proposition for paving 
the streets accompanies it. The same company has 
arranged to build an electric street railroad in Cien- 
fuegos, in connection with an electric light plant for 
that city. 


The International Railroad Congress. 


Mr. George R. Blanchard, late Commissioner of 
the Joint Traffic Association, has been appointed Re- 
porter for the United States, for the next session of 
the International Railroad Congress, on Railroad 
Clearing Houses, their organization, and the advan- 
tages of such an instrumentality in railroad account- 
ing. The department is No. II., Section 4, No. 32. Mr. 
Blanchard’s address is 143 Liberty St., New York 
City. 

Electric Railroad Consolidation in Brooklyn. 


On Jan. 12 the officers of the Nassau Electric Rail- 
road resigned and their places were filled at the regu- 
lar annual meeting held that day. Albert L. Johnson 
was succeeded as President of the Nassau by John E. 
Borne, President of the Colonial Trust Co. Tom L. 
Johnson resigned as Vice-President and Treasurer. 
Hugh J. Grant was chosen to succeed him as Vice- 
President, and C. D. Meneely was chosen Treasurer. 


Mr. Meneely is the Auditor of the Brooklyn Rapid, 


Transit Co. Secretary W. F. Ham withdrew his 
resignation as Secretary. The new Board of Direct- 
ors is composed of Messrs. John E. Borne, Hugh J. 
Grant, C. D. Meneely, W. F. Ham, Mr. Bailey, P. H. 
Flynn, Silas B. Dutcher and Frederick C. Cocheu. 
An official of the road is reported as stating that a 
plan of consolidation has been decided on, and that 
the Brooklyn Rapid Transit Co. will soon take con- 
trol. No immediate change will probably be made 
in the details of management or the running of cars 
of the Nassau road. 


State Railroad Commissions. 

The Railroad Commission of California now con- 
sists of E. B. Edson, C. F. Laumeister and N. Black- 
stock. Mr. Edson is President of the Board and 
the Secretary is W. F. Sesnon. 

Mr. Ira B. Mills has been re-elected Chairman of 
the Minnesota Railroad & Warehouse Commission. 
Mr. P. M. Ringdal is a new commissioner on the 
Board. 5 

Mr. E. A. Dawson has been re-elected Chairman 
of the Iowa Board of Railroad Commissioners. The 
new member of the Commission, Colonel Mowery, 
has taken his seat. Mr. Dwight N. Lewis has been 
appointed Secretary of the Board, in place of W. W. 
Ainsworth. Mr. Ainsworth has been Secretary for 
over 11 years. 

The Missouri Board of Railroad and Warehouse 
Commissioners now consists of Joseph Flory, T. J. 
Hennessy and W. E. McCully. Mr. McCully was 
elected last November. ; 

The Chairman of the Tennessee State Railroad 
Commission is Mr. N. W. Baptist. 


The War Tax on Bills of Lading. 

Judge Arnold, in the Common Pleas Court No. 4, 
at Philadelphia, in the case of Biddle against the 
Adams Express Co., has declined to order the Ex- 
press Company to pay the cost of the one-cent in- 
ternal revenue stamp on each receipt for goods 
shipped. Judge Arnold holds that, as no law has 
been passed to regulate the charges of express 
companies, such a carrier may himself regulate the 
charge so as to cover the cost of the stamp tax. 
The question is not a Federal one, and does not 
involve the validity of any law of the United States. 
The plaintiff cited decisions of the Superior Court 
of Cook County, Illinois, and of the Supreme Court 
of Michigan on this same question in favor of the 
shipper; but the defendant cited contrary decisions 
by the United States Circuit Court for the Southern 
District of New York, the United States District 
Court for the Western District of North Carolina, 
and the United States District Court for the South- 
ern District of California, and so, without discuss- 
ing the subject, Judge Arnold follows the action of 
the U. S. courts, so that there shall be consistency of 


decision. 


Another “Gas Explosion.” 

Some of the daily papers of the 12th had alarming 
accounts and pictures of what was called a gas ex- 
plosion on the elevated railroad in New York, and 
naturally the matter has attracted the attention of 
some railroad men. We get the following explanation 
of the occurrence from the Pintsch Compressing Co.: 

“At 6:45 on the very cold morning of Jan. 11, because 
of the contraction of a long stretch of pipe on the ele- 
vated railroad, a fitting cracked and allowed gas to 
escape. The gas was ignited, but how, is not definite- 
ly known. It was possibly done by the passing of a 
locomotive. The fire was very quickly extinguished. 
There are valves at each elevated railroad station 
and the keys of these valves are in charge of the sta- 
tion agent, and in case of anything of this sort the 
agent shuts the valves and prevents the further es- 
cape of gas. There was nothing in the way of an 
explosion, the only noise was the rushing of the gas 
from the crack in the fitting. ¢ 

“That this could not occur on,.acar is clear to any- 
one familiar with the conditions of car equipment. 
There is no possibility of the contraction of pipes on 
a car leading to such a result. : ‘ E 

“This pipe is a new one, not having been in service 
through a winter, and runs from 42d to 130th. St., a 
distance of 4%% miles, and although provided with ex- 
pansion joints, those applied to this section in ques- 
tion may have been insufficient. At any rate, no 
damage was done beyond scorching the board walk 
and the firemen did not have to take a hand. 


The Ship Building Industry. io ™ 

Marine Review in its issue of January re- 
oneneuan there were 262 vessels, valued at $62,110,092, 
building or under contract on January 1; merchant 
vessels 204, of 254,216 tons, valued at $19,760,000: war 
vessels 58, of 146,499 tons displacement and 372,150 h. 
p., the contract price of which, exclusive of armor 
and armament, is $42,349,192. Small, unrigged vessels, 
pleasure craft, etc., are not considered in this sum- 
mary. The list of naval vessels includes a battle- 
ship and a cruiser building for Russia, as well as the 
two cruisers which are nearing completion for Ja- 


pan; ali other vessels of war are for the United 
States. There are 9 battleships, 3 cruisers, 17 tor- 
pedo destroyers, 21 torpedo boats, 4 monitors, 1 
submarine boat, 1 training ship and 2 tugs. Of the 
merchant ships 155, valued at $15,984,900 and of 172,- 
040 tons, are building on the sea coasts; 26, valued at 
$2,974,000 and of 71,400 tons, are building on the lakes, 
and 23, of 10,776 tons, valued at $802,000, are building 
on western rivers. The Marine Review gives a three- 
page list showing details concerning each vessel, 
builder, owner, size, type of boiler and size of en- 
gine, and the value and capacity of the vessel. There 
are also a dozen or more pictures of typical vessels 
of various classes. 


Chicago Harbor Improvements. 

Washington dispatches to the Chicago papers re- 
port that Congressman J. R. Mann, of Chicago, has 
submitted a statement on the needs of the Chicago 
and Calumet rivers to the House Committee on Riv- 
ers and Harbors, together with maps showing the 
present obstructions to navigation. These obstruc- 
tions include 29 bridges, 3 tunnels and 6 bends in the 
Chicago river. Mr. Mann asks that a comprehensive 
plan for the improvement of the Chicago River be 
prepared, which will provide for the lowering or re- 
moval of the tunnels, the dredging of the river and 
the substitution, as rapidly as possible, of bascule 
bridges for the present center-pier type, all of which 
is considered necessary to make the river navigable 
for the large lake carriers. 


The Chicago Elevated Railroads. 

The South Side Elevated and connecting surface 
lines at 63d St., Chicago, the southern terminal of the 
elevated, have secured a building at the southwest 
corner of 638d St. and Stony Island Ave., which has 
been fitted uv with waiting rooms and two targe 
passenger elevators from the street to the elevaied 
structure. The surface cars run around a _ loop 
within the building, and passengers are transferred 
under cover from the cars to the waiting rooms and 
thence by the elevators to the elevated road. The 
elevated structure at this point is on a level with the 
third story. 

During December the Metropolitan Elevated car- 
ried an average of 77,200 passengers a day, an in- 
crease of 2,603 over the daily average traffic for No- 
vember. The daily average traffic by months dur- 
ing 1898 was as follows: 
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Work has been begun at Fifty-second.Avenue on 
the incline which will connect the Lake Street Ele- 


vated with all the surface street railroad lines in 
Cicero ind Proviso. The work is to be completed by 
April 15. 





LOCOMOTIVE BUILDING. 





The Rutland has ordered two engines from the 
Schenectady Locomotive Works. 


The Nippon Railway of Japan will shortly place 
orders in America for more engines. 


We understand that the Russian Government is 
about to order 71 engines from America. 


It is reported that the Northern Pacific has ordered 
30 engines from the Schenectady Locomotive Works. 


The Buffalo, Rochester & Pittsburgh has ordered 
15 locomotives from the Brooks Locomotive Works. 


The Central of New Jersey has placed an order 
with the Brooks Locomotive Works for building 15 
engines. 

The Pittsburgh & Western has placed an order 
with the Pittsburgh Locomotive & Car Works for 
five engines. 


The Nashville, Chattanooga & St. Louis has placed 
an order with the Baldwin Locomotive Works for 
six locomotives. 


The Schenectady Locomotive Works have received 
an order to build 12 more engines for the Kiushiu 
Railway of Japan. 


The St. Joseph & Grand Island has ordered two 
special consolidation freight engines from the Brooks 
Locomotive Works. 


The Southern Indiana will not place the contract 
for the three engines referred to last week, for about 
10-days or two weeks. 


The Chicago, Indianapolis & Louisville has ordered 
three 12-wheel locomotives from the Brooks Locomo- 
tive Works. The road will probably order 15 or 20 
more engines shortly. 


We are informed, but not officially, that the Chi- 
cago & Northwestern has ordered 36 engines from the 
Schenectady Locomotive Works, several of which are 
to be eight wheel engines and the balance Class R 
ten wheelers. 


It is reported that the Chicago, Burlington & 
Quincy is about to ask bids for building some heavy 
freight engines, not less than 10. We have no of- 
ficial information. 


The Aldrich Mining Co., of Winfield, Ala., has 
ordered one new locomotive from the Baldwin Lo- 
comotive Works, instead of buying one second-hand, 
as first intended. 


The Cleveland, Cincinnati, Chicago & St. Louis has 
placed the order for the one sample engine, referred 
to last week, with the Richmond Locomotive & Ma- 
chine Works. It will have 22 in. x 30 in. cylinders, 
56-in. driving wheels, and will weigh 185,000 lbs. 


It is reported that the Illinois Central has again 
taken up the question of buying a large number of 
engines. We understand that 30 to 50 engines will be 
bought and that’ the order will be given either late 
this spring or early in toe summer, for fall delivery. 








CAR BUILDING. 





It is stated that the Rio Grande Western will order 
more freight cars. 


It is reported that the Lehigh Valley 
to order 500 coal cars. 


is preparing 


will shortly 
cars will be 


The report that the Illinois Central 
order 1,000 box cars and that 2,000 coal 
bought within six months is current. 


The Rio Grande Western has ordered three dining 


cars from Pullman’s Palace Car Co. 


The Missouri Car & Foundry Co. is building 10 
ears for the Mather Stock Car Co. 


We understand that the Erie is considering buying 
some more freight cars, probably 3,000. 


The St. Louis & San Francisco has ordered 300 
freight cars from the St. Charles Car Co. 


The Atchison, Topeka & Santa Fe is said to be 
considering placing orders for freight cars. 


The Missouri Car & Foundry Co. is building 2,000 
box cars for the Baltimore & Ohio Southwestern. 


We understand that the Lake Superior & Ishpem- 
ing is considering buying new freight cars. 


The Chicago, St. Paul, Minneapolis & Omaha has 
ordered 500 freight cars from Pullman’s Palace Car 
Co. 


The Central of New Jersey is reported as intending 
to order 2,500 cars, in addition to those referred to 
last week. 


It is reported that the Northern Pacific will soon 
order more coal cars, probably 250. We have no 
official information. 


The Oregon Short Line will buy some new freight 
and passenger cars, but the number to be ordered 
has not yet been determined. 


In our issue of Dec. 23 we stated that the Balti- 
more & Ohio would place further orders for freight 
cars. The road will buy 6,000 more box cars. 


The Lake Tahoe Railway & Transportation Co., 
D. L. Bliss, President and Manager, Carson City, 
Nev., will want some passenger cars. (See Railroad 
Construction column.) 


The Chicago, Burlington & Quincy has ordered 
1,600 box cars, 500 each from the Illinois Car & 
Equipment Co. and Michigan-Peninsular Car Co., 
and 600 from the Wells & French Co. 


The Buffalo, Rochester & Pittsburg order with the 
Buffalo Car Mfg. Co., referred to Dec. 9, calls for 250 
box and 100 gondola cars, making a total of 550 cars 
recently ordered. They are all for April 1 delivery. 
The road is in the market for 400 more cars. 


The Brownell Improvement Co., of Chicago, has 
ordered 50 cars of 100,000 Ibs. capacity from T. W. 
Harvey Jr. They will be used for carrying stone 
and will be equipped with Harvey steel trucks and 
bolsters, Reeves’ brasses and M. C. B. couplers. 


In our issue of Dec. 30 we noted that the Mexican 
Central was preparing plans for new freight cars. 
It is now reported that this road has asked bids 
on 270 box and 80 stock cars, and that some 
freight cars have been ordered from the Mount 
Vernon Car Co. 


The 100 stock cars for the Rio Grande Western, 
mentioned in our issues of Dec. 30 and Jan. 13, which 
are being built by the Illinois Car & Equipment 
Co., will be 36 ft. 6 in. long, and of 60,000 Ibs. capacity. 
They will be equipped with Westinghouse air brakes, 
Kewanee brake beams, Sams couplers, Bettendorf 
body bolsters, Chicago roofs, Detroit springs and 
Griffin wheels. 


The 100 refrigerator cars ordered by the Chicago 
& West Michigan from the Wells & French Co., and 
mentioned in this column last week, are for Feb- 
ruary delivery, and will be of 60,000 Ibs. capacity 
and 38 ft. 6 in. long. They will have Westinghouse 
air brakes, Gould couplers, National Hollow brake 
beams, Fulton brasses, Butler draft rigging, McCord 
journal boxes, Detroit springs and Fox trucks. 


The 500 hopper gondola cars, of 80,000 Ibs. capacity, 
which the Central RR. of New Jersey has ordered 
from the Illinois Car & Equipment Co., as noted in 
our issue of last week, are for April and May de- 
livery. They will be 34 ft. 1% in. long, 8 ft. 11 in. 
wide and 9 ft. high, and will be equipped with New 
York air brakes, Smillie couplers, Miner draft rig- 
ging, malleable iron journal boxes, iron axles and 
metal bolsters. 


The 100 vehicle and furniture cars for the Chi- 
cago, Rock Island & Pacific, noted in our issue of 
last week, will have a capacity of 60,000 Ibs. They 
will weigh about 40,000 lbs., and will be 50 ft. long 
inside, 8 ft. 8% in. wide inside and 9 ft. 3 in. high. 
Westinghouse air brakes, Bettendorf brake beams, 
Janney couplers, Dunham doors and door fastenings, 
Miner draft rigging, McCord journal boxes and lids, 
American galvanized steel roofs, C., R. I. & P. stand- 
ard paint, and swing-motion trucks, chilled cast 
iron wheels, wrought iron axles and steel bolsters, 
will be used. 


The Chicago, Milwaukee & St. Paul is about to 
build 500 60,000 lbs. capacity coal and flat cars, at its 
West Milwaukee shops. These cars will be 36 ft. 
3 in. long, 9 ft. wide, with sides of the coal cars 3 ft. 
11% in. high. Westinghouse air brakes, Congdon 
brake shoes, National springs, Barber trucks, Pierce 
mineral paint, 33-in. cast iron wheels, double iron 
bolsters and C., M. & St. P. standard draft rigging 
and iron brake beams will be used. It is reported 
that the road will build a large number of freight 
cars at its shops, at the rate of 15 a day, in addi- 
tion to these 500. 


The Long Island has placed an order with the 
Wason Car Mfg. Co. for 30 standard coaches, 30 
coaches for elevated railroad service and 20 combina- 
tion cars, and with the Barney & Smith Car Co. 
for eight parlor cars. The standard coaches will 
be 57 ft. 6 in. long, 9 ft. 8 in. wide and 13 ft. 6% in. 
high. The cars for elevated service will have a seat- 
ing capacity of 56 persons, and will be 39 ft. 3%in. 


long, 8 ft. 6 in. wide, 12 ft. 4% in. high, with side 
and end doors. All the cars will be fitted with 
Monarch brake beams, Lappin brake shoes, West- 


inghouse brakes; L. I. RR. standard brasses; Safety 
Car Heating & Lighting Co.’s heating system: M. 
C. B. standard journal boxes, with L. I. RR. standard 
lids; Pintsch gas; Pantasote curtains; National 
springs, and L. I. RR. standard trucks, with 33-in. 
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wheels. The elevated cars will have Van Dorn coup- 
lers, and the standard cars will have Sessions steel 
platforms. 





The Buffalo, Hamburg & Aurora (Buffalo, N. Y.), 
a proposed road, will need some motor cars. (See 
Electric RR. C. column.) 


The Valley Street Railroad 
probably buy cars in the near future. 
RR. C. column.) 

The Alton (Ill.) Railway & Illuminating Co. con- 
templates building an extension in the spring, which 
will necessitate buying additional equipment. 


(Sharon, Pa.) wiil 
(See Electric 











BRIDCE BUILDING 


AMELIABURY, ONT.—Mr. A. W. Campbell, Pro- 
vincial Road Commissioner, is considering plans 
and locations for new bridges to be built this year. 


BALTIMORE, MD.—The Receiver of the Balti- 
more & Ohio have found it necessary to rebuild 
51 bridges between Benwood, W. Va., and Chi- 
cago, Ill., in order to place the lines west of the 
Ohio River in shape to handle the heavy freight 
equipment that is being used east of the river. The 
work has been divided among three companies. 

The Youngstown Bridge Co., Youngstown, O., will 
build 31 bridges on the Central Ohio Division, between 
the Ohio River and Newark, O. The Pencoyd Bridge 
Works, 11 on the Lake Erie Division, from Newark to 
Sandusky, and the Edge Moor Bridge Co., Wilming- 
ton, Del., nine on the Chicago Division. The cost of 
these bridges is estimated at $300,000, and it is ex- 
pected that all will be in place by September. Nearly 
six thousand tons of steel will be needed for the 
structures. 

BINGHAMTON, N. Y.—A special election will soon 
be held to decide whether a bridge shall be built 
across the Susequehanna River at Tompkins St. 
(Dec. 2, p. 866.) 

No action has yet been taken in the matter of the 
viaduct on Chenango St. (Dec. 23, p. 921.) B. W. 
Masher, City Clerk. 

BIRMINGHAM, O.—The Commissioners of Erie 
County have been petitioned to build a bridge across 
the Vermillion River. 


BOSTON, MASS.—The Cove St. extension matter 
has been finally settled, and the bridge to South Bos- 
ton will soon be built. The bridge is to be about 60 
ft. wide, and to contain car tracks on one side. 


BROOKLAND, D. C.—A bridge over the Baltimore 
& Ohio tracks at Lansing St. has been petitioned for 
by the Citizens’ Association. 


BUFFALO, N. Y.—Separate sealed proposals are 
wanted by Jan. 26 for building the following: 

For superstructure of wrought iron or steel through 
bridge on Abbott road over Buffalo River and hand 
rails on approaches. 

For superstructure of wrought iron or steel through 
bridge on Bailey Ave. over Buffalo River. 

For superstructure of wrought iron or steel through 
bridge on South Park Ave. over Cazenovia Creek. 

For the removal of the Abbott road bridge to South 
Ogden St, : 

Proposals must include hand rails on approaches 
on each, as shown on drawing on file in the Bureau 
of Engineering. 

For abutments, piers and wing walls for bridge on 
Abbott road over Buffalo River. 

For abutments, piers and wing walls for bridge on 
Bailey Ave. over Bridge River. 

For abutments and wing walls for bridge on South 
Ogden St. over Buffalo River. 

For abutments and wing walls for bridge on South 
Park Ave. over Cazenovia Creek. 

For deepening and widening Buffalo River, from 
Hamburg St. to City Line, Cazenovia Creek: from 
junction with Buffalo River to Cazenovia St., viz.: 

Section 1—From foot of Hamburg St. to 50 ft. be- 
low the L. S. & M. S. RR. bridge. 

Sec. 2—From section 1 to 50 ft. below the Abbott 
Road bridge. 

Sec. 3—From section 2 to 50 ft. above the Seneca 
St. bridge on Buffalo River, and on Cazenovia Creek, 
from the proposed junction to 50 ft. above the South 
Park Ave. bridge. 

Sec. 4—From section 3 on Buffalo River to termina- 
tion of improvement near City Line, and Cazenovia 
Creek, from section 3 to termination near Cazenovia 
St. bridge. 

For paving and repaving the approaches to Abbott 
Road, Bailey Ave. bridges over Buffalo River and 
South Park Ave. bridge over Cazenovia Creek. R. 
G. Parsons, Secretary Board of Public Works. 


CAMILLUS, N. Y.—A new bridge over the Erie 
Canal, at a cost of about $6,000, is being considered. 


CARSON CITY, NEV.—The Lake Tahoe Ry. & 
Transportation Co. will need three bridges, average 
length 150 ft., on the proposed line. (See Railroad 
Construction column.) 


CHAMBERLIN, S. D.—In the United States Sen- 
ate Dec. 8, Senator Pettigrew introduced a bill au- 
thorizing the building of a bridge across the Missouri 
River near Chamberlain, S. D. (Dec, 16, p. 901). 
On Dec. 14, Senator Kyle introduced a bill for a 
bridge across the Missouri River at or near Oacoma, 
directly opposite Chamberlain. The bills were referred 
to the Committee on Interstate and Foreign Com- 
meree, where it was found that both bridges were to 
be erected at the same point. In reporting the bills 
to the Senate, Senator Vest said that the Senate 
could not settle the contest between the bridge own- 
ers, and they had amended the bills so that neither 


should be built within one mile of the other. Both 
bills were passed by the Senate with amendments on 
Jan. 11, and sent to the House and referred to the 
proper committee. Senator Kyle’s bill for the bridge 
at Oacoma is for the Chicago, Sioux Falls & Pacific 
Ry. Co. 


CLEVELAND, O.—A steel bridge is proposed over 
the tracks of the C. C., C. & St. L. RR., at the junc- 
tion of Ridge Ave., Chestnut Ridge road and Denison 
Ave. Geo. R, Warden, Director of Public Works. 

Director of Public Works Geo. R. Warden has 
asked for an appropriation of $990,000 for the Bridge 


Fund for 1899. Of this amount, $430,420 will be used 
for building, probably divided as follows: 

The Warner road fill, Martin-Praha bridge, Center 
street bridge and Willett street viaduct are to be 
completed. The Warner road work calls fur intricate 


engineering, and $65,000 will be spent in construct- 


ing culverts and embankments. The Martin-Praha 
bridge will be finished early in the summer, and will 
cost $20,000. The Centre street bridge will cost about 
$100,000. The superstructure of the Willett street 
viaduct will cost $38,000,.and the foundations, filling 
in, local damages, etc., will cost approximately 
$57,000 more. 


COLORADO SPRINGS, COL.—The West Side Im- 
provement Society has petitioned the City Council 
for a new bridge across Monument Creek on Huer- 
fano street. 


CORAOPOLIS, PA.—According to report, the Sec- 
ond Ave. Traction Co., which is a part of the Union 
Traction Co. of Pittsburgh, has applied for permission 
to build a bridge over the Ohio River, to connect 
Coraopolis with Sewickley. John Murphy, Superin- 
tendent and Chief Engineer, Pittsburgh. (See Pitts- 
burgh, Pa.) 


CORDELIA, CAL.—The County Surveyors have 
been instructed to prepare plans and specifications for 
a combination bridge to be build on road No. 184 in 
Vacaville, at the site of the John Thissell bridge. 
G. G. Halliday, Clerk, Solano county, Fairfield. 


DETROIT, MICH.—Henry Russell, Counsel for the 
Michigan Central, is reported as having stated that 
an agreement has been reached between the rail- 


» roads concerned in the building of a bridge across 


the Detroit River, estimated to cost $3,000,000. The 
railroads interested are the Michigan Central, the 
Wabash, the Grand Trunk and the Canadian Pacific. 


DIXON, CAL.—A bridge over Putah Creek is be- 
ing considered. Supervisor Russell, of Yolo county, 
and Supervisor Buchingam, of Sharon county, have 
the matter in charge. G. G. Halliday, Clerk, Solano 
county, Fairfield, Cal.; G. L. Duncan, Clerk, Yolo 
county, Woodland, Cal. 


DULUTH, MINN.—Mr. Olaf Hoff, of Minneapolis, 


‘has been engaged to investigate the falling of the 


Tischer’s Creek bridge, which was destroyed Nov. 23. 
Plans are being considered for rebuilding. 


GALVESTON, TEX.—A plan is being considered 
by F. Lee Schwander, Attorney of Harris County, 
and United States Engineer Riche for placing a draw 
in the bridge over Clear Creek, owned jointly by Har- 
ris and Galveston counties. If Clear Creek is re- 
garded by the Government as a navigable stream a 
draw will have to be placed not only in the county 
bridge, but in the Galveston, Houston & Henderson 
Railroad bridge as well. 


GRAND HAVEN, MICH.—The Ottawa County 
Board of Supervisors is about to submit to the people 
of Ottawa county a proposition to build three 
bridges over Grand River. The locations of the 
bridges are as follows: One to connect Grand 
Haven with Spring Lake; one at Eastmansville and 
a third at Bridge St. Ferry, eight miles above East- 
mansville. The estimated cost of the entire work is 
25,000. Emmet H. Peck, Supervisor, Coopersville. 


GRAND ISLAND, NEB.—The County Commis- 
sioners will submit the proposition to the voters at 
the spring election for a bridge over the Platte River, 
between Hall and Hamilton counties. It has not 
been decided what kind of a bridge will be built, but 
it probably will be wooden. Arnold C. Koening, 
County Surveyor, Hall county, Grand Island. (Dec. 
9, p. 883.) 

GREENVILLE, TENN.—Money has been appropri- 
ated by Green county for an iron bridge across the 
Chucky River, also for a wooden bridge across Lick 
Creek. 

HAMILTON, O.—Plans are being considered for re- 
building the High and Main St. bridge which recently 
collapsed. The Toledo Bridge Co., builders of the 
bridge, offered to do the work for $4,500. H. C. Gray, 
Auditor. 

JACKSON, MISS.—The city has sold bonds to the 
amount of $18,400, recently authorized for new 
bridges. W. G. Kirkpatrick, City Engineer. (Dec. 2, 
p. 866; Dec. 23, p. 921.) 


JERSEY CITY, N. J.—The Hudson County Board 
of Freeholders, through Joseph M. Fitzsimmons, 
Chairman of the North Bridge Committee, have or- 
dered the bridge connecting Newark Ave. with the 
Newark Turnpike, over the Hackensack River, closed 
Feb. 1, to facilitate making repairs. 


JESSE, IDAHO.—According to report a bridge will 
be built over Snake River, and Henry Schodde, of 
Jesse, has given $3,000 toward the fund for the work. 


KAZABAZUA, QUE.—A steel bridge is to be built 
across the Gatineau River. M. Vallie, Quebec Gov- 
ernment Engineer, has recently been looking over the 
site for the bridge. 


LEXINGTON, MO.—On Jan. 10 the Committee on 
Commerce reported favorably the bill for building 
a bridge across the Missouri River at Lexington by 
the Lexington Bridge & Terminal Co. The bridge 
is to be with unbroken and continuous spans, and 
shall not be of less elevation in any case than 50 
ft. above high water mark. (Dec. 30, p. 936.) 


LEWISBURG, PA.—The Grand Jury has approved 
the report of the Viewers on two county bridges, one 
in West Buffalo Township, over the Buffalo Creek, 
and the other in Gregg Township, over Spring Creek. 
Elias B. Riehl, Surveyor, Lewisburg. 


LYNN, MASS.—The Lynn & Boston has petitioned 
the Harbor and Land Commissioners for a hearing 
on plans for a new bridge in Essex county across 
the Saugus River, between Lynn and Saugus. FE. 
Cc. Foster, General Manager, 333 Union street, Lynn. 


MACON, GA.—Plans for the new bridge to be built 
over the Ocmulgee River at Fifth St., East Macon, 
have been prepared, but it has not been decided when 
it will be built. (Sept. 9, p. 654.) 


MONTREAL, QUE.—Work on the Grand Trunk 
Victoria Jubilee Bridge has advanced so far that 
trains are now using both tracks. There remains to 
be built only the driveways for the accommodation 
of wagons, etc., and the footways. The official open- 
ing is set for May 24. (Dec. 16, p. 901.) 


NEW YORK, N. Y.—The Board of Estimate on 
Jan. 11 authorized the issue of $1,500,000 bonds for 
continuing the new East River bridge work. 


NIAGARA FALLS, N. Y.—The Niagara Falls Hy- 
draulic Power & Manufacturing Co. has agreed to 
build a bridge over the canal at Main St., if the city 
keep it in repair. The bridge is necessitated by the 


Power Co. making the canal 100 ft! wide at this point. 
A. C. Hastings is a member of the Street Committee 
which has the matter in hand. 


NORFOLK, VA.—The Votetourt St. bridge is re- 
ported by City Engineer W. T. Brooke to be unsafe. 
He estimated the cost of repairing at $6,150. 


NORTH ADAMS, MASS:—A bridge at State St. is 
recommended in the Mayor’s annual report, to replace 
the present structure. 


OTTAWA, ONT.—The City Engineer, according to 
report, is preparing plans for a new bridge to be 
built over the Canada Atlantic tracks at Maria St. 
and Rideau Canal. The work is to be done jointly by 
the city and the railroad company. It was recently 
estimated that it would cost $40,000. (Dec. 30, p. 936.) 

The Intercolonial Ry. will probably need some new 
bridges, etc., to accommodate the new heavy loco- 
motives recently installed. 


PARRY SOUND, ONT.—(See 
Construction column.) 


PITTSBURGH, PA.—The Coraopolis & Sewickley 
Bridge Co. was recently incorporated with a capital 
stock of $200,000, to build a bridge over the Ohio 
River to connect the places named, presumably for 
the Ohio Valley Ry. Co., the incorporation of which 
was noted last week, p. 33. The company proposes to 
build an iron bridge from a point at or near the foot 
of Chestnut St., Sewickley, to a point opposite, near 
the public highway. C. K. Morris, Chief Engineer of 
both companies. (See Coraopolis, Pa.) 


PORTLAND, ORE.—According to reports, the 
Board of Public Works will shortly apply for bids for 
building the East Yamhill St. bridge. 


QUINCY, MO.—A stone bridge over Curtis Creek, 
according to report, is being considered. Arthur H. 
Edwards, Surveyor, Hickory county. 


READIN G, O.—According to report, the City Coun- 
cil is considering the advisability of building a bridge 
at Fifth St., across Mill Creek. 


REDWOOD, CAL.—Plans and specifications for a 
new bridge near San Mateo have been accepted by 
the Board of Supervisors. J. F. Johnston, Clerk. 


REDWOOD FALLS, MINN.—A bridge, for which 
$2,000 has been appropriated by the County Commis- 
sioners, will be built over the Minnesota River near 
North Redwood. A. H. Anderson, County Auditor. 


ROCKFORD, ILL.—An appropriation has been 
made for the bridge at Seventh St. over Keith’s 
Creek, but the plans and specifications are not yet 
— Edwin Mair is City Engineer. (Jan. 6, 
p. 18, 


RUTLAND, VT.—On Jan. 11 Representative Pow- 
ers, of Vermont, introduced a bill authorizing the 
building of certain bridges over Lake Champlain 
by the Rutland RR. Co., as follows: Between Col- 
chester and South Hero, Vt.; between Grand Isle 
and North Hero; between North Hero and Alberg; 
between Alberg and Champlain, in the State of New 
York, and also an embankment across the head of 
Keller’s Bay upon the easterly side of the town of 
South Hero. Each bridge is to be provided with 
a draw suitable to accommodate the navigation on 
Lake Champlain. Work is to be begun within two 
years and completed within four years of the pas- 
sage of the act. 


SAGINAW, MICH.—City Engineer H. E. Terry has 
been instructed to prepare plans for a new bridge 
across Genesee Ave. 


SAN FRANCISCO, CAL.—We are informed that 
orders have already been placed for the bridges to 
be used on the extension of the San Francisco & 
San Joaquin Valley Ry. A viaduct across Alhambra 
Valley will also be built, for which it is expected 
that the order will be placed at an early date, bids 
having already been asked. (Dec. 30, p. 936.) 


SANTA CRUZ, CAL.—The Board of Supervisors of 
Santa Cruz county have been petitioned for a bridge 
over Waddell Creek. Edward Martin, County Clerk. 


ST. LOUIS, MO.—The Missouri Midland Ry. Co. 
will need some bridges. (See Railroad Construction 
column.) 


ST. THOMAS, ONT.—Mr. James A. Bell, County 
Engineer, informs us that the new Kains and Fingal 
Road bridges are each to be of 120-ft. span, center to 
center, with 16-ft. roadway. They are both through 
bridges, Warren riveted truss, and will have solid 
floors, with brick surface. The Port Bruce bridge is 
to be a through Pratt truss bridge of 155-ft. span 
and 16-ft. roadway, with wooden floor. The Talbot 
Creek bridge is to be a through Pratt truss of 100-ft. 
span, 14-ft. roadway, and have a wooden floor. Ten- 
ders are to be in for these bridges by Jan. 24. (Dec. 
16, p. 901.) 

SHEFFIELD, TENN.—On Jan. 10 the Committee 
on Commerce reported favorably the bill passed by 
the House of Representatives (Jan. 13, p. 31) author- 
izing the building of a bridge over the Tennessee 
River at Sheffield by the Tennessee Bridge Co., of 
Alabama. 

SPOKANE, WASH.—A bridge, estimated to cost 
$5,000, is being considered. B. H. Fowle, Secretary 
Board of Public Works. 


SPRINGFIELD, ILL.—A bridge will be built on 
Jacksonville Road, near West Grand Ave. The City 
Council has adopted a resolution for it. 


SYRACUSB, N. Y.—A bill for an appropriation of 
$6,000 for a steel girder bridge over Onondaga Creek 
at West Fayette St. has been prepared. 

TROY, N. Y.—A resolution has been introduced in 
the Council authorizing the building of a steel high- 
way bridge over the Wyantskill at Main St., to re- 
place the present structure, the cost not to exceed 
$2,500. 

TWO RIVERS, WIS.—The Chicago & Northwest- 
ern Ry., to continue a proposed extension, will need a 
bridge at this place. (Aug. 12, p. 584.) 

WAVERLY, IA.—Bids are wanted until Jan. 24, by 
the County Auditor, for the steel bridge to be built 
over Cedar River near Bremer Ave., and estimated to 
cost $15,000. 

WEST UNION, O.—A bridge across Brush Creek, 
to cost $10,000, is being considered by the county of- 
ficers, 


Electric Railroad 
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MEETINGS AND ANNOUNCEMENTS. 


Dividends. \ 

Atlantic Coast Line.—Annual, 3 per cent., 
Jan. 16. 

Chicago & Great Western.—Preferred A, 2 per cent., 
payable Jan. 31. 

Cincinnati, Portsmouth & Virginia.—Preferred, 2 per 
cent., payable Jan. 16. 

Cincinnati, Hamilton & Dayton.—Preferred, quarter- 
ly, 1% per cent., payable Feb. 8. , 

Cleveland, Cincinnati, Chicago & St. Louis.—Quar- 
terly, 1% per cent., payable Jan. 20. 

Great Northern.—Preferred, quarterly, 1% per cent., 
payable Feb. 1. 

Green Bay & Western.—One and a half per cent., 
payable Feb. 15. 

Huntingdon & Broad Top Mountain.—Semi-annual, 
2% per cent., payable Feb. 1. 

Louisville & Nashville—One and a half per cent., 
payable Feb. 10. 

Northern Central.—Annual, 
Jan. 16. 

Petersburg.—Annual, 4 per cent., payable Jan. 28. 

Portland, Saco & Portsmouth.—Annual, 3 per cent., 
payable Jan. 16. 

St. Paul, Minneapolis & Manitoba.—Quarterly 1% per 
cent., payable Feb. 1. 

Savannah, Florida & Western.—Annual, 2 per cent., 
payable Jan. 16. 





payable 


4 per cent., payable 





Brooklyn City.—Quarterly, 21%4 per cent., extra, 1 per 
cent., payable Jan. 16. 

Columbus (Ohio) Street.—Quarterly, 1 per cent., pay- 
able Feb. 1. 

Metropolitan St. Ry. (N. Y.).—Quarterly, 1% 
cent., payable Jan. 16. 

Middletown, Highspire & Steelton St. Ry.—Semi-an- 
nual, 5 per cent. 

New Orleans & Carrolton.—Quarterly, 1% per cent., 
payable Jan. 20. 

United Traction (Pittsburgh).—Two and a half per 
cent., payable Jan. 16. 

Worcester & Marlboro St. Ry.—Semi-annual, $3 per 
share, payable Feb. 1. 
York (Pa.) St. Ry.—Annual, 

Jan. 19. 


Technical Meetings. 

Meetings and conventions of railroad associations 
and technical societies will be held as follows: 
American Society of Civil Engineers.—Meets at the 

house of the Society, 220 West Fifty-seventh 
street, New York, on the first and third Wednes- 
days in each month, at 8 p. m. 

Association of Engineers of Virginia.—Holds its for- 
mal meetings on the third Wednesday of each 
month from September to May, inclusive, at 710 
Terry Building, Roanoke, at 5 p. m. : 

Boston Society of Civil Engineers.—Meets at 715 Tre- 
mont Temple, Boston, on the third Wednesday in 
each month at 7:30 p. m. 

Canadian Society of Civil Engineers.—Meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every 
alternate Thursday at 8 p. m. 

Central Railway Club.—Meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, 
March, May, September and November, at 2 p. m. 

Chicago Electrical Association.—Meets at Room 1737, 
Monadnock Building, Chicago, on the first and 
third Fridays of each month at 8p. m. J. R. 
Cravath, Secretary. 

Civil Engineers’ Club of Cleveland.—Meets in the Case 
Library Building, Cleveland, O., on the second 
Tuesday in each month at 8 p. m. Semi-monthly 
meetings are held on the fourth Tuesday of each 
month. 

Civil Engineers’ Society of St. Paul.—Meets on the 
first Monday of each month except June, July, 
August and September. 

Denver Society of Civil Engineers.—Meets at 3 Jacob- 
son Block, Denver, Col., on the second Tuesday 
of each month, except during July and August. 

Engineers’ Club of Cincinnati.—Meets at the rooms 
of the Literary Club, 25 East Highth street, on 
the third Tuesday of each month, excepting July 
and August, at 6:30 p. m. 

Engineers’ Club of Columbus. (0.)—Meets at 12% 
North High street on the first and third Satur- 
days from September to June. 

Engineers’ Club of Minneapolis.—Meets in the Public 
Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

Engineers’ Club of Philadelphia.—Meets at the house 
of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month at 
8 p. m., except during July and August. 

Engineers’ Club of St. Louis.—Meets in the Missouri 
Historical Society Building, corner Sixteenth 
street and Lucas place, St. Louis, on the first and 
third Wednesdays in each month. 

Engineers’ Society of Western New York.—Holds 
regular meetings on the first Monday in each 
month, except in the months of July and August, 
at the Buffalo Library Building. 

Engineers’ Society of Western Pennsylvania.—Meets 
at 410 Penn avenue, Pittsburg, Pa., on the third 
Tuesday in each month at 7:30 p. m. 

Locomotive Foremen’s Club.—Meets every second 
Tuesday in the club room of the Correspondence 
School of Locomotive Engineers and Firemen, 335 
Dearborn street, Chicago. 

Montana Society of Civil Engineers.—Meets at 
Helena, Mont., on the third Saturday in each 
month at 7:30 p. m. 

New England Railroad Club.—Meets at Pierce Hall, 
Copley Square, Boston, Mass., on the second 
Tuesday of each month. 

New York Railroad Club.—Meets at 12 West Thirty- 
first street, New York City, un the third Thurs- 
day in each month at 8 p. m., excepting June, 
July and August. 

Northwest Railway Club.—Meets on the first Tuesday 
after the second Monday in each month at 8 p. m., 
the place of meeting alternating between the West 
Hotel, Minneapolis, and the Ryan Hotel, St. Paul. 

Northwestern Track and Bridge Association.—Meets 
at the St. Paul Union Station on the Friday fol- 
lowing the second Wednesday of March, June, 
September and December, at 2:30 p. m. 

St. Louis Railway Club.—Holds its regular meeting 

_ on the second Friday of each month at 3 p. m. 

Southern and Southwestern Railway Club.—Meets at 
the Kimball House, Atlanta, Ga., on the second 
Thursday in January, April, August and Novem- 


per 


4 per cent., payable 


ber. 
Technical Society of the Pacific Coast.—Meets at its 
rooms in the Academy of Sciences Building, 819 


Market street, San Francisco, Cal., on the first 
Friday in each month, at 8 p. m. 

Western Foundrymen’s Association.—Meets in the 
Great Northern Hotel, Chicago, on the third 
Wednesday of each month. A. Sorge, Jr., 1533 
Marquette Building, Chicago, is Secretary. 


Engineers’ Club of Philadelphia. 

The twentieth annual meeting of the Club will be 
held on Saturday, January 21, 1899, at 8 o’clock p. 
m. Mr. L. Y. Schermerhorn, the retiring President, 
will deliver the annual address. 


Western Foundrymen’s Association. 

‘A meeting was held at the Great Northern Hotel, 
Chicago, on the evening of Jan. 18, and the paper 
by Mr. Max H. Wickhorst on “Porous Castings and 
Occluded Gases,” read at the December meeting, was 
discussed. 


Western Society of Engineers. 

At a meeting of the Board of Direction of the 
Western Society of Engineers, held Saturday, Janu- 
ary 14, the following committees were appointed for 
the year: Finance Committee—Prof. N. O. Whitney, 
chairman, A. V. Powell and C. W. Melcher; Publi- 
eation Committee—T. L. Condron, chairman, others 
not appointed at present; Library Committee—G. P. 
Nichols, chairman, J. Alvord and F. P. Kel- 
logg; Membership Committee—A. Ziesing, chairman, 
G. A. M. Liljencrantz and Ralph Modjeski. 


The Detroit Engineering Society. 

A regular monthly meeting was held at the Hotel 
Ste. Claire, January 20. A paper on ‘‘Construction of 
Aerial Lines’ was presented by Alex. Dow, General 
Manager Edison Illuminating Co. of Detroit. The 
next meeting will be held February 24. 


Franklin Institute. 

At the meeting of Wednesday, January 25, the pa- 
per of the evening will be, ““‘The Early History of Mal- 
leable Cast Iron Casting in the United States” (illus- 
trated). Mr. George C. Davis. 

On Thursday, January 9, the subject selected for 
discussion was “Traveling Cranes.”’ 

Following is a provisional list of themes which will 
be taken up from month to month for informal dis- 
cussion, viz.: The Electric Motor in the Workshop; 
Compressed Air in the Workshop; Gages and Meas- 
uring Tools; Standard Screw Threads; Standard 
Toothed Gearing; Molding Machines in the Foun- 
dry; Belting and Rope Transmission; Friction 
Clutches; Hydraulic Transmission Valves and Pack- 
ing; Pattern-Shop Practice; Lighting, Heating and 
Ventilation of Shops and Factories; How to Increase 
the Cutting Speed of Tools; Steel Castings. 








PERSONAL 
(For other personal mention see Elections and 
Appecintments.) 





—Mr. Hiram Walker,’ who was largely interested in 
the Detroit & Lake Erie, which is now operated by 
his sons, died at Detroit, Mich., Jan. 12. He was 83 
years old. 


—Mr. John Russell Young, Librarian of Congress 
and at one time Vice-President of the Philadelphia 
& Reading, died in Washington, Jan. 17. He was 
57 years old. 


—Announcement is made of the marriage of Mr. 
David O. Dodge, Vice-President and General Man- 
ager of the Denver & Rio Grande, at Bloomington, 
Tll., to Miss N. Smith, of that city. 


—Mr. James Duane, M., Am. Soe. C. E., died at his 
home in New York City Jan. 13, at the age of 47. Mr. 
Duane has been for a good many years engaged in 
the Public Works Department of New York City with 
charge of laying Croton water pipes. He was a grad- 
uate of the Rensselaer Polytechnic Institute and a 
son of Gen. Duane, of the U. S. Engineers, under 
whom he did his first work as a civil engineer. 


—Mr. E. J. Chibas, M. Am. Soc. C. E., served as an 
officer of volunteers during the war with Spain and 
has promptly got back to civil work. He is now 
Manager and Chief Engineer of the Guantanamo 
Railroad (Ferro Carril de Guantanamo). This is a 
short road connecting the shipping port with Guan- 
tanamo, which is an inland city, and the road extends 
through a number of sugar plantations. Several ad- 
ditions and extensions are proposed for the present 
year. 


—Mr. F. E. Dewey, who was recently appointed 
General Manager of the Detroit & Lima Northern, 
has been in railroad service for the past 25 years. 
He began as a messenger boy in the Auditor’s office 
of the Central Vermont. For a number of years he 
was connected with various New England railroads, 
and was appointed in 1891 Assistant Superintendent 
of the Western Division of the New York & New 
England. On the absorption of that road by the New 
Haven system, he was made Superintendent of the 
Midland Division. Mr. Dewey is 41 vears old. 


—Mr. M. C. Bullock, President of the M. C. Bul- 
lock Manufacturing Co., Chicago, died of pneumonia 
at his home in that city, Jan. 12, aged 50 years. 
Mr. Bullock studied engineering and learned the 
machinist’s trade, and was for several years with 
the New York Diamond Drill Co. In 1876 he went to 
Chicago, where later he began the making of im- 
proved drills. In 1882 the M. C. Bullock Mfg. Co. 
was incorporated, and a large plant established. Mr. 
Bullock was one of the older members of the Union 
League Club of Chicago, and belonged to several 
other clubs and societies. 


—Mr. Chas. Parsons, Jr., died at his home, in 
New York City, Jan. 12, aged 40 years. Mr. Parsons 
was born at Savannah, Ga., and was graduated from 
Yale in the class of ’78. After studying law at 
Columbia for two years, he entered railroad service 
as Secretary of the Midland RR., of New Jersey, 
now a part of the New York, Susquehanna & West- 
ern. He remained in that capacity for a year, and 
afterwards became Assistant to his father, who was 
President of the Rome, Watertown & Ogdensburg. 
At the time of his death he was President and 
Director of the Oswego & Rome, and Vice-President 
and Director of the Rome, Watertown & Ogdens- 
burg, the South Carolina & Georgia, and the Utica 
& Black River. 

—Mr. W. J. Fransioli has resigned as General Man- 
ager of the Manhattan Railway Co. and will take 
service with the new Auto Truck Co. of New York 


City. Mr. Skitt, lately elected Second Vice-President 
of the Manhattan, takes Mr. Fransioli’s duties there. 
Mr. Fransioli, although but 35 years old, has beem 
with the Manhattan Co. 18 years, beginning as a 
telegraph operator. Before the death of Col. Hain 
Mr. Fransioli was Secretary to the General Man- 
ager. After Col. Hain’s death Mr. Fransioli became 
Acting General Manager, and in December, 1896, was 
made General Manager of the Manhattan. In this 
position he has shown great energy, zeal and devo- 
tion, having worked as unsparingly as did his prede- 
cessor. In the last heavy snowstorm, although he 
was suffering from grip, he spent the night on the 
line, really at the risk of his life. His friends will 
hope for and expect great success for him in his new 
enterprise, 








ELECTIONS AND APPOINTMENTS. 





Atchison, Topeka & Santa Fe.—J. McDonough has 
been appointed Traveling Engineer. 


Atlantic, Valdosta & Western.—The general offices 
of the company, heretofore located at Haylow, Ga., 
have been moved to Jacksonville, Fla. 


Baltimore & Ohio.—Thomas,. J. English, heretofore 
Superintendent of the Cincinnati & Sandusky Di- 
vision of the Cleveland, Cincinnati, Chicago & St. 
Louis, with headquarters at Springfield, O., has 
been appointed Superintendent of the Chicago Di- 
vision of the B. & O., succeeding P. C. Sneed, re- 
signed. His headquarters will be at Garrett, Ind. 


Bloomsburg & Sullivan.—At the annual meeting of 
the stockholders, held in Bloomsburg, Pa., Jan. 10, 
A. W. Kelsey and Evans R. Dick were elected new 
Directors. 


Canadian Pacific—A. Carroll has been appointed 
Master Mechanic of the Crow’s Nest Pass Line. 


Central New England.—At a meeting of the stock- 
holders, held in New York, Jan. 13, the following 
officers were elected: President, John W. Brock 
of Philadelphia; Treasurer, J. K. O. Sherwood, 
New York; Secretary, C. A. Heller, Philadelphia. 
This company is the successor to the Philadelphia, 
Reading & New England. 

The directors are: Arthur Brock, Lebanon, Pa.; 
Chester W. Chapin, H. O. Seixas, D. A. Geraty, 
Cc. C. Burns and J. K. O. Sherwood, New York; 
James A. Rumrill, Springfield, Mass.; and John 
W. Brock, George A. Fletcher, H. L. Davis and 
R. M. Janney of Philadelphia, Pa. 


Chicago & Northwestern.—F. M. Luce has been ap- 
pointed Auditor of Car Mileage of this road and 
the Fremont, Elkhorn & Missouri Valley, with 
headquarters at Chicago. E. E. Betts has been 
appointed Car Service Agent, with headquarters at 
Chicago, Ill. 


Chicago Junction.—At the meeting of the Board of 
Directors, held Jan. 3, Chas. D. Moyer was elected 
Secretary, succeeding Edward S. Whitney, resigned. 
His headquarters will be 605 Monadnock Bldg., 
Chicago. 


Chicago, Lake Shore & Eastern.—H, A. Hausgen has 
been appointed Superintendent of Car Service, with 
headquarters at South Chicago, Ill. 


Cincinnati Northern.—With the consolidation of this 
line and the Detroit, Toledo & Milwaukee, the an- 
nouncement is made that the general offices of the 
Cc. N. will be moved from Van Wirt, O., to Toledo, 
O. It is reported that the jurisdiction of the officers 
of the C. N. will be extended to include the D., 
T. & M. The change takes effect Feb. 1. 


Colorado & Southern.—The following changes are 
noted: S. L. Rainy, Trainmaster of the Fifth Dis- 
trict, with headquarters at Denver, Col.; J. J. 
Cavenaugh, Division Master Mechanic in charge 
of the Denver shops, and the Pueblo, Clearcreek, 
Fort Collins and Wyoming districts, with head- 
quarters at Denver, Col.; D. Leonard, Division 
Master Mechanic in charge of the Como shops, and 
Platte, Canyon, Leadville and Gunnison districts, 
with headquarters at Como, Col.; T. M. Gibbs, 
Division Master Mechanic, in charge of the Trini- 
dad and Gulf Junction shops, and Trinidad and 
New Mexico districts, with headquarters at Trini- 
dad, Col. At a meeting of the stockholders, the 
following directors were elected: Frank Trumbull, 
Grenville M. Dodge, Frederick P. Olcott, Henry 
Walters, Henry Budge, J. Kennedy Tod, Oliver 
Ames, Norman B. Ream and Luther Kountze. The 
Directors organized as follows: President, Frank 
Trumbull, Denver, Col.; Chairman of the Board of 
Directors, Grenville M. Dodge, New York: Vice- 
President in Charge of Traffic, B. L. Winchell of 
Denver, Col.; Secretary and Treasurer, Chas. 
Wheeler, Denver; Assistant Secretary and Assist- 
ant Treasurer, H. Bronner, New York: General 
Auditor, A. D. Parker; General Solicitor, E. E. 
Whitted, Denver, Col.; General Counsel, E. C. Hen- 
derson, New York. 


Columbus, Hocking Valley & Toledo.—H. L. Waite 
has been appointed Assistant Trainmaster, with 
headquarters at Columbus, O.; effective Jan. 9. 


Des Moines, Northern & Western (Chicago, Milwau- 
kee & St. Paul).—The jurisdiction of the officers of 
the Chicago, Milwaukee & St. Paul has been ex- 
tended to include the D. M. N. & W. R. M. Cal- 
kins, heretofore General Freight and Passenger 
Agent at Des Moines, has been appointed Assistant 
General Freight and Passenger Agent, with head- 
quarters at Des Moines, Ia. 


Detroit & Lima Northern.—F. E. Dewey, heretofore 
Superintendent of the New York, New Haven & 
Hartford, has been appointed General Manager, 
with headquarters at Detroit, Mich. 


Erie.—Isaac Menline has been appointed Assistant 
Division Engineer on the Meadville Division, with 
headquarters at Meadville, Pa. He succeeds E. B. 
Smith. (Jan. 13, p. 32.) 


Fonda, Johnstown & Gloversville.—R. T. McKeever, 
General Superintendent, Purchasing and General 
Passenger Agent at Gloversville, N. Y., has re- 
signed. 


Grand Trunk.—J. E. Mulfeild, Master Mechanic at 
St. Thomas, Ont., has been appointed Master Me- 
chanic of the Western Division, with headquarters 
at Battle Creek, Mich. R. Patterson, heretofore 
Master Mechanic at Ft. Gratiot, Mich., has been 
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appointed Superintendent of the shops at Strat- 
ford, Ont., succeeding J. D. Barnett, resigned. 

J: Munday has been appointed Chief Train Dis- 
patcher, succeeding A. H. Lander, with headquar- 
ters at Montreal, Can. 


Great Northern.—On March 1 the General Passenger 
and Freight Departments of the Northern Steam- 
ship Company will be consolidated. Isaac M. Bor- 
tle, the General Passenger Agent, will retire, and 
Stewart Murray, now General Freight Agent, will 
become General Traffic Manager, with charge of 
beth departments. His headquarters will remain 
at Buffalo, N. Y. 


International & Great Northern.—M. McDonough has 
been appointed General Roadmaster, with head- 
quarters at Palestine, Tex. The number of Di- 
vision Roadmasters has been reduced from six to 
four, and the position of General Roadmaster is a 
new one. 


Kansas City Suburban Belt.—J. H. Pickering, Gen- 
eral Superintendent, has resigned, and W. L. Stev- 
enson, appointed Superintendent Jan. 1, succeeds 
him. W. 8S. Carson has been appointed Trainmas- 
ter, and the office of Assistant Superintendent, held 
by A. K. Stone, has been abolished. 


Lake Erie & Detroit River.—The jurisdiction of the 
officers of this company has been extended tw in- 
clude the United States & Ontario Steam Naviga- 
tion Co., and until further notice O, J. Hammon 
will act as General Freight Agent, and E. D., Com- 
stock as General Passenger Agent, with headquar- 
ters in Carnegie Building, Pittsburgh, Pa. 


Luke Erie & Western.—At a meeting of the direc- 
tors, held in New York, Jan. 17, Frederick W. 
Whitridge of Cary & Whitridge, Senator Brice‘s 
legal advisers, was elected Chairman of the Board. 

Andrew Young, Assistant General Freight Agent, 
with headquarters at Indianapolis, Ind., has re- 
signed. He is sticceeded by M, R. Maxwell. 


Lake Shore & Michigan Southern.—Geo, C. Knoche 
has been appointed Northwestern Freight Agent, 
with headquarters at St. Paul, Minn., succeeding 
M. E. Newell, resigned. 

Lehigh Valley.—At the annual meeting held in Phil- 
adelphia, Jan. 17, Wilson S. Bissell of Buffalo, N. Y., 
was elected a Director, succeeding Thomas Mc- 
Kean, deceased, 

Louisville, Henderson & St. Louis.—P. D, Plank has 
been appointed Master Mechanic, succeeding D. 
Vanalstine, resigned, with headquarters at Louis- 
ville, Ky. 

Maine Central.—Charles F. Johnson has been ap- 
pointed Counsel, succeeding Edmund F. Webb, de- 
ceased. His office is at Waterville, Me. 


Minneapolis, St. Paul & Sault Ste. Marie.—E. Pen- 
nington, Superintendent, has been appointed Gen- 
eral Manager, succeeding F. D. Underwood. 


Missouri Midland.—The officers of this company, 
referred to in the Construction column are: 
President, Chas. Wiggins; Vice-President and 
General Manager, Daniel B. Ely; Secretary, E. M. 
Kidder; Chief Engineer, Robert Moore; all of St. 
Louis, Mo. 


Monongahela Connecting.—At the annual meeting 
held in Pittsburgh, Jan. 12, the following new offi- 
cers were chosen: B. F. Jones, Jr., Assistant Treas- 
urer; John D. McKenna, Assistant Counsel. The 
office of General Freight Agent was created, and 
F. A. Ogden was named to fill the position. He 
will make his headquarters at Pittsburgh, Pa. 


New York, New Haven & Hartford.—F. E. Dewey, 
heretofore Superintendent, with headquarters at 
Boston, has resigned. 

Cc. N. Woodward, heretofore Assistant Superin- 
tendent, has been appointed Superintendent of the 
Midland Division, succeeding F. E. Dewey. 


Norfolk & Western.—V. A. Riton has been appointed 
Division Superintendent of the Scioto Valley Divi- 
sion, with headquarters at Kenova, W. Va. Mr. 
Riton succeeds Joseph Robinson, who was recently 
co-receiver of the Baltimore & Ohio Southwestern. 


Omaha, Kansas City & Eastern (K. C., P. & G.).— 
W. A. Williams, General Superintendent, with 
headquarters at Quincy, Il, has resigned. He is 
succeeded by B. S. Josselyn. 


Plant System.—J. S. Hanahan, Jr., has been ap- 
pointed Acting Commercial Agent at Charleston, 
S. C., succeeding R. H. Wright, General Agent, 
resigned, to accept other service. 

Redwood & Railroad Company.—The officers of 
this company, referred to in the Railroad News 
column are: President, W. S. Mason, Portland, 
Ore ;.First Vice-President, William Rotch, Bos- 
ton; Second Vice-President, Phillip Metcham, 
Salem, Ore.; Secretary, R. B. Durham, Portland, 
Ore.; Asst. Secretary, Herbert C. Foss, Boston, 
Mass.; Treasurer, John Reynolds, Boston. 


Rutland.—M, H. Chamberlin has been appointed Au- 
ditor, with headquarters at Rutland, Vt. The of- 
fice of Audtior of Traffic Accounts has been abol- 
ished, and the position absorbed in that of Auditor. 





South Georgia.—J. C. Cox has been appointed Act- 
ing Roadmaster, succeeding A. F. Langford. His 
headquarters are at Quitman, Ga. 


Stewartstown.—A. G. Bowman has been appointed 
Supervisor and Car Accountant. C. W. Shaw has 
been appointed General Freight and Passenger 
Agent, with headquariers at Stewartstown, Pa. 

Sylvania.—At a meeting of the stockholders, held in 
Sylvania, Ga., Jan. 3, P. H. Daffin was _ elected 
President, succeeding L. H. Hilton. W. M. Hobby, 
heretofore General Freight and Passenger Agent, 
will act as Superintendent and General Manager. 


Terre Haute & Logansport.—At the annual meeting 
held in Terre Haute, Ind., Jan. 11, J. T. Brooks, 
Salem, O., and Edward B. Taylor were the newly 
elected directors, 

Texas & Pacific.—We have been officially advised 
that no change has taken place in the office of 
Superintendent of the Louisiana Division. (Jan. 
6, Pp. 15.) 

Union Pacific.—N. W. Chapman has been appointed 
Assistant Division Superintendent, with headquar- 
ters at Omaha, Neb. 


Washington County.—At a meeting of the stockhold- 
ers, held in Calais, Me., Jan. 9, the following officers 
were chosen: President, Geo. A. Curran; Vice-Pres- 
ident and Treasurer, F. E. Randall. The Directors 
are John G, Moore, Grant B. Schley, Stuart M. 
Bryce, F. W. Whitridge, Henry W. Cannon, Wm. 
H. Duff, N. Y.; Geo. A. Curran, Calais; 8S. D. 
Leavitt, Eastport; J. K. Ames, Machias; F. A. 
Chandler, Addison; W. M. Nash, Cherryfield; 
Clerk, Geo. A. Murchie, Calais. 


Wilmington & Northern (P. & R.).—We are officially 
informed that the statement that Bowness Briggs 
has been appointed Division Freight Agent is in- 
correct. Mr. Briggs remains a General Freight 
and Passenger Agent, with headquarters at Wil- 
mington, Del. (Jan. 13, p. 382.) 


RAILROAD CONSTRUCTION, 
New Incorporations, Surveys, Etc. 





ACME TAP.—This company’s charter was ap- 
proved by the Attorney General of Texas on Jan. 
7. The company has a capital stock of $10,000, and 
proposes to build a line from or near Acme Station, 
on the Fort Worth & Denver City, in Hardman 
county, to runs about one and one-half miles north 
to the gypsum mines, quarry and cement plaster 
mill of the Saline Cement Plaster Co. The principal 
office is at Quanah, and Fred H. Quincy, E. R. 
Holmes and P, L. Gebhart are among the incorpora- 
tors. 


ALASKA ROADS.—The Anglo-Alaska Syndicate, 
Ltd., of London, Eng., has filed application for an 
injunction in the U. S. Circuit Court at Chicago 
against Paul, Herman and August Heinze and 
Bernard J. Frank, to restrain the defendants from 
disposing of certain plans, field notes and profiles re- 
lating to the Norton Bay & Yukon RR. in Alaska, 
which is proposed to run from Norton Sound, east 
about 165 miles to the mouth of Kaikuk River on the 
Yukon. A temporary injunction was granted. (Nov. 
11, p. 820.) 


ANN ARBOR.—This company is reported to be 
considering the proposition of establishing terminals 
on the west side of Lake Michigan at Menominee, 
Mich., including passenger and freight station, with 
switching tracks. 

ARKANSAS & CHOCTAW.—The House Commit- 
tee on Indian affairs on Jan. 12 reported favorably a 
bill, with a few amendments, authorizing this com- 
pany to build this line through the Choctaw and 
Chickasaw Nations in Indian Territory. The line is 
to run from a point on the boundary line between 
the Choctaw Nation and the county of Little River, 
in Arkansas, through the Choctaw and Chickasaw 
Nations to a point near the town of Sugden, I. T. 
The line has been completed as far as Choctaw City 
on the border line, and surveys have been made into 
the territory. (Jan. 13, p. 32.) 


ARKANSAS, GUTHRIE & CALIFORNIA.—Sur- 
veys are repvorted in progress on this line from 
Shawnee, Okla., northwest through Guthrie and 
across Garfield, Woods, Woodard and Beaver coun- 
ties into Colorado. H. L. Miller, of Guthrie, is Vice- 
President. (Dec. 9, 1898, p. 885.) 


ARLINGTON & BLUFFTON.—This company has 
been incorporated in Georgia to build a line between 
Blakely and Center, in the interest of lumber and 
turpentine dealers. J. M. Maxwell of Blakely, Ga., 
is President. 


ATLANTIC & DANVILLE.—Grading is begun, ac- 
cording to report, on a branch of about five miles in 
North Carolina, from the main line to copper mines. 


ATLANTIC, VALDOSTA & WESTERN.—The 
company has decdied to extend its line from Val- 
dosta, Ga., northwest about 75 miles to Albany. 
Grading is compleetd as far as Valdosta from Hay- 
low, and ‘track laid most of the way. (Jan. 6, p. 15.) 


BLACK DIAMOND.—A contract was entered into, 
Jan. 12, between the Springfield, Ohio River & South 
Atlantic Co., and Col. Albert E. Boone, of Zanes- 
ville, O., for building this line, which is to form part 
of the Black Diamond system, and is to be changed 
in name to the Vincennes, Vevay & South Atlantic 
(Dec. 16, p. 903.) 


BOSTON & MAINE.—The act authorizing the 
building of the Manchester & Midland has been 
introduced into the House of Representatives of New 
Hampshire. This is a proposed link from Manches- 
ter southwest about 10 miles via Bedford Center and 
Amherst to Milford. (Jan. 6, p. 15.) 


BRANDON & SOUTHWESTERN.—The President 
has given notice of the intention to apply to Parlia- 
ment at the next session for an act to extend the 
line from a point in Townships 1 and 2, thence west- 
erly to the boundary of the Manitoba Province, and 
to change the head office from Winnipeg to Brandon. 
(Dec. 2, 1898, p. 867.) 


CANADIAN PACIFIC.—Surveys are reported in 
progress for a direct route from Vancouver, B. C., 
to New Westminster. The present route is very cir- 
cuitous, the line going from Vancouver to Westmin- 
ster Junction, and thence by branch line to West- 
minster. The two surveying parties on the line have 
met, one starting from either end. The proposed 
line runs from New Westminster down to the north 
arm, and thence north to Central Park. It is un- 
derstood that a good grade has been found. The 
two parties have gone out again to complete the 
location. Work is to be begun, so it is stated, in the 
spring, and the distance is about 10 miles. (Nov. 11, 
1898, p. 820.) 

The company has arranged to sub-let contracts at 
once on the western end of the Columbia & West- 
ern extension from Robson, B. C., west 100 miles to 
Midway. Mann, Foley Bros. & Larson are the main 
contractors, and the section for which the con- 
tracts are to be let is from Midway, east 19 miles to 
Eholt Summit, east of Greenwood. The work is to 
he begun at once, and will be of special advantage 
to Greenwood. The name of Grand Forks, the 
young mining town, is to be changed to Columbia. 
The latest reports state that track laying had been 
completed for about 10 miles up the Columbia River 
from West Robson. (Nov. 18, 1898, p. 838.) 

The Pipestone branch is to be extended this year 
from the end of the track 50 miles to Moose Mts., 
Manitoba. The Rockwood branch will be extended 


from Toulon to a point on Lake Winnipeg, approx- 
imately 20 miles. 


CANADIAN ROADS.—August La Fontaine, of 
Montreal, Que., solicitor, has given notice of an ap- 
plication to the Canadian Parliament at its next ses- 
sion for an act to incorporate a company to build a 
line from a point at or near Klondike City, N. W. 
T., to the confluence of Bonanzo Creek, and thence 
along the Bonanzo to Sulphur Creek and Indian 
River; also branches along Hunker, Dominion and 
Quartz creeks. 

J. S. Stuart, solicitor, gives notice of an applica- 
tion to be made to the next session of the Manitoba 
Legislature for an act to incorporate a company to 
build a railroad from near Portage la Prairie, north- 
west and west between the lines of the Canadiam 
Pacific on the south and the Manitoba & North- 
western and the Great Northwest Central on the 
north, to a point near Hamota, and thence north- 
west to the boundary of the province, with a branch 
to the city of Brandon. 

T. J. Metcalfe, solicitor, will make application to 
the same Legislature for an act to incorporate a. 
company to build a railroad from a point on the in- 
ternational boundary at the first principal meridian, 
thence northwest to Portage la Prairie, and thence 
west and northwest to the boundary of the prov- 
ince, with branches to Gladstone and Brandon. 

Messrs. J. S. Ross, A. Sweet, B. C. Beach, John 
Howat and W. J. Fraser, all of Winchester, Ont., 
are making preliminary arrangements for building 
a railroad from Rockland, Ont., south about 42 miles, 
via Winchester and Moorewood, to Prescott. This 
would give a much better connection with Ottawa. 


CAROLINA NORTHERN.—This company was in- 
corporated in North Carolina, Jan. 10, with a capital 
stock of $500,000, to build a line from Lumberton, 
N. C., southwest 45 miles to Marion, S. C. The 
principal office is Lumberton. Among the stock- 
holders are: Albert A. Sparks, President, and Geo. 
Wersten, Secretary. Both terminals are on the 
Seaboard Air Line, which, it is understood, is in- 
terested in the new line. Surveys were made in 
1897. (Lumberton & Marion, Oct. 22, 1897, p. 755.) 


CENTRAL NEW YORK & WESTERN.—The com- 
pany has bought about four acres of land in the vil- 
lage of Bolivar, owned by the Bradford, Eldrid & 
Cuba, which was abandoned some years ago. It is 
to be used to better local facilities. 


CENTRAL OF NEW JERSEY.—C. H. Warren, As- 
sistant to the President, in a letter to the Newark 
(N. J.) Board of Street and Water Commissioners, 
stated that the raising of the tracks above grade in 
that city would cost about $1,000,000. The plan of 
the Newark City Council is to have the track ele- 
vated at Broad St., carrying the line over Mulberry, 
Lawrence and Ward Sts., without change of grade 
of those streets; 


CHESTER, PERRYVILLE, STE. GENEVIEVE 
& FARMINGTON.—(See Railroad News column.) 


CHESTNUT RIDGE.—Grading is reported in prog- 
ress on this company’s line from Kunkletown, south- 
west 15 miles through Milport and Little Gap, and 
along the Chestnut and Stony Ridge mountains to 
Lehigh Gap, on the Central of New Jersey. The 
company was incorporated in Pennsylvania early 
last year, and is backed by the New York Brick 
& Tile Co., of Mauch Chunk, Pa. At that time 
W. H. Booth, of Kunkletown, was named as Super- 
intendent. (March 18, 1898, p. 208.) 


CHICAGO & NORTHWESTERN.—Surveys are re- 
ported in progress for the Iowa & Minnesota branch 
from Sanborn, Minn., northwest through Redwood 
County to Echo, on the Minneapolis & St. Louis. 


CHICAGO, BURLINGTON & QUINCY.—It is re- 
ported that this company will build an extension of 
its Burlington & Northwestern line from Oscaloosa, 
Ta., west about 18 miles to Tracey, on the division 
from Albia to Des Moines. It is further stated 
that the line, which is now a narrow gage, will be 
widened to standard. 


CHICAGO, FORT MADISON & DES MOINES.— 
This road, which was sold under foreclosure Jan. 4 
to the bondholders, is to be extended from Ottumwa, 
Ia., northwest about 90 miles to Des Moines. 


CHICAGO, MILWAUKEE & ST. PAUL.—Presi- 
dent Miller confirms a report in newspapers that 
$2,069.000 will be expended in improving the roadbed 
and track. 


CHICAGO, ROCK ISLAND & PACIFIC.—Surveys 
are reported in progress for a line from Rockwell 
City, Ia., west 110 miles to Sioux City, with a branch 
north 25 miles to Pocahontas. 


COLORADO & NORTHWESTERN.—The Colorado 
& Southern has made a proposition to this company 
to furnish rails and ties for a line about a mile 
long at Boulder, Col., to the Chautauqua grounds, if 
the C. & N. will build the line and operate it. The 
proposition has been accepted by the C. & N. Sur- 
veys were made some months ago. (June 24, 1898, 
p. 466.) 


DALLAS, FORT WORTH & GULF.—The Attorney 
General of Texas has apvroved of the amended 
charter of this company as successor to the Dallas 
Terminal Railway & Union Depot Co., which  pro- 
poses to extend its line from Dallas to Fort Worth, 
31 miles. (Jan. 6, p. 15.) 


DENVER & RIO GRANDE.—E. T. Jeffrey, Presi- 
dent, is reported to have announced that the veom- 
pany will expend $1,500,000 for new trackage and 
equipment. Sixty miles of the San Luis Valley line 
wil! be changed to standard gage, and about 8.600 
tons of rails have been ordered, and a contract has 
been let for 30 miles of rail, which will be laid be- 
tween Wichita Falls and Fort Worth. 


DUCHESNE.—This company is incorporated in 
Utah, with a capital stock of $765,000, to build a line 
from Colten, on the Rio Grande Western, to run east 
51 miles through Utah, Carbon and Washatch coun- 
ties, to the Duchesne River, a few miles from Fort 
Duchesne. The incorporators are: Wm. F. Colton, 
Chas. W. Bennett, Robert Harkness, Wm. H. Brad- 
ley, A. M. Howard, E. O. Greenwood and Andrew 
Howat, all of Salt Lake City. Mr. Colton, who is 
named as Treasurer, is Assistant Secretary and 
Cashier of the Rio Grande Western, and the other 
men are officials of that company. Surveys have al- 
ready been made for this line, which is to be a feeder 
to the R. G. W. 
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DULUTH, SOUTH SHORE & ATLANTIC.—Sur- 
veys are reported in progress for an extension from 
Baraga, Mich., west about 25 miles to Rockland, on 
the Chicago, Milwaukee & St. Paul. 


EL PASO & NORTHEASTERN.—Geo. S. Good & 
Co., of Lock Haven, Pa., have obtained the contract 
for the extension of 93 miles from Alamogordo, N. 
M., north to Salida. (Jan. 13, p. 33.) 


GATINEAU VALLEY.—This company’s line will 
be extended this year from Gracefield, Can., the 
present terminus, to Maniwaki, 28 miles. 


GRAND TRUNK.—It is expected that this com- 
pany will extend its branch, which now runs from 
Peterboro, Ont., to Lakefield, northeast about 35 
miles to connect with the proposed extension of the 
Pembroke Southern at St. Olo. This would consid- 
ereb vy shorten the distance between Toronto and 
Pemproke. 


GRANVILLE COUNTY.—This company has been 
formed to build a line between Oxford, N. C., and 
other towns in Granville county. L. C. Edwards and 
Cc. J. Cooper of Oxford are among ‘those interested. 


ILLINOIS CENTRAL.—The efforts to obtain track 
privileges on the river front from the New Orleans 
City Council is making but slight headway. A second 
proposition, which the company made to secure privi- 
leges on another cross street, from Eighth to Leon- 
tine, was rejected on consideration by the city com- 
mittee. (Dec. 16, p. 903.) 


ILLINOIS TERMINAL.—A proposition has been 
made by the directors and stockholders of this com- 
pany for an extension from Alton, Ili., south about 
15 miles to Granite City, or to East St. Louis. The 
Attorney General, however, holds that as the com- 
pany was chartered to build only a terminal line at 
Alton, its powers cannot be extended under the 
present charter. 


IOWA CENTRAL.—The contracts have been 
signed by this company, according to a Des Moines 
dispatch, for terminal facilities with the Des 
Moines Union Co., which controls the new Union 
Station in the city of Des Moines, Ia. Surveys were 
completed some months ago for the extension, which 
is to run from Oskaloosa, Ia., northwest 24 miles 
to Cordova, and thence over the Wabash into Des 
Moines. 


KANSAS & SOUTHEASTERN.—This company’s 
line has been compleetd from Hunnewell, Kan., 
southeast 8% miles to a point one mile beyond 
Braman, O. T. It is proposed to extend it 50 miles 
further. (June 3, 1898, p. 399.) 


KEOKUK & WESTERN.—The Keokuk Construc- 
tion Co. is reported as obtaining the contract for 
grading the proposed extension from Cainsville, Mo., 
southwest 32 miles to Pattensburg, to connect with 
the Kansas City, Pittsburgh & Gulf system. It is 
stated that the K. C., P. & G. owns 50 per cent. of the 
stock of the K. & W., and that that company is to be 
merged into the larger system. (Sept. 30, p. 714.) 


KOOTENAY RAILWAY & NAVIGATION.—A 
contract has been let for building the first 35 miles 
of the Duncan & Lardeau, which is to run north from 
the Kaslo & Slocum line, in British Columbia, to 
Lardeau. The K. & S. was recently bought by the 
Kootenay Ry. & Navigation Co. 


LAKE MANITOBA RAILWAY & CANAL COM- 
PANY.—W. J. Cowan, who has been in charge of the 
track laying on the Swan River extension, reports 
that 57 miles of track is laid from Sifton Junction, 
Manitoba, north. About 100 miles additional will be 
built, continuing the line to the boundary of the 
province. (Jan. 6, p. 15.) 


LAKE SHORE & MICHIGAN SOUTHERN.— 
Surveys are reported in progress for an extension 
from Stoneboro, Pa., southwest to New Castle. The 
line, if built, would take the place of the Western 
New York & Pennsylvania, whose tracks are now 
used. 


LAKE TAHOE.—Building is to be begun as soon 
as possible in the spring on this line, from Truckee, 
Cal., south 15 miles to Tahoe City, on Lake Tahoe. 
The maximum grade is 14%, and the maximum 
curve 12°. There will be three bridges required, 
with an average length of 150 ft. The company has 
all materials on hand except passenger cars. Con- 
tracts will be let as soon as snow will permit ex- 
amination of the ground. D. L. Bliss is President 
and General Manager, and W. S. Bliss Chief En- 
gineer, both of Carson City, Nev. (Official.) 


LITTLE RIVER VALLEY.—The House Committee 
on Indian affairs on Jan. 7 reported favorably the bill 
authorizing this company to build its line through 
the Choctaw and Chickasaw Nations in Indian Terri- 
tory, and the bill was placed on ‘the calendar. The 
company has completed its line from Morris Ferry, 
Ark., to the Indian Territory line. Frank Bates of 
Horatio, Ark., is Secretary. (Dec. 30, 1898, p. 988.) 


LOUISIANA ROADS.—The Urania Lumber Co. is 
reported to have decided to build a logging road 
about 10 miles long. H. E. Hardtner of Urania, La., 
is President. 


LOUISVILLE & NASHVILLE.—Grading is begun, 
according to report, on the 40-mile gap from Pine- 
apple, Ala., south to Repton. This line, when com- 
pleted, will give Selma a direct line to Pensacola, 
Fla. It is understood that the line is to be extended 
north from Selma, about 60 miles to Blocton, which 
would give the L. & N. another independent line 
from Birmingham. 


MANITOBA & SOUTHEASTERN.—It is proposed 
to extend this line to the Lake of the Woods, about 
125 miles, if the coming season is favorable. Some 
46 miles are already completed. (Nov. 18, 1898, p. 839.) 


MARSHALL, TIMPSON & SABINE PASS.—This 
company proposes to build an addition of at least 12 
miles in the near future. The line is now completed 
between Simpson, Tex., and Carthage, 20 miles. T. 8S. 
Garrison, of Simpson, is General Manager. (Jan. 6, 
p. 16.) 

MARYLAND ROADS.—The Preston Lumber & 
Coal Co., which owns and operates a large lumber 
plant at the town of Crellin, Md., has built several 
miles of railroad from Hutton, on the Baltimore & 
Ohio, south through Crellin, to within 14% miles of 
Aurora, Preston county, W. Va., and it is intended 
to complete the line to that city, which is a summer 
resort. 


MISCELLANEOUS COMPANIES.—The Metropoli- 
tan Construction & Supply Co. was incorporated in 
New Jersey, Jan. 11, with a capital stock of $50,000, 
with power to build public works, including rail- 
roads, docks, etc. The incorporators are: Philander 
P. Gray, Jr., P. H. Gilhooly, Clark McK. Whitte- 
more and Joseph T. Hague. The principal office 
will be 222 Broad St., Elizabeth, N. J. 


MISSOURI MIDLAND.—Surveys are completed 
and building will be begun in a few weeks on this 
line from Columbia, Boone county, Mo., to Huntsdale, 
on the Missouri. Kansas & Texas, nine miles. The 
country is somewhat rugged in places, requiring con- 
siderable rock work, excavation and embankment. 
The maximum grade is 1%. Sixty-pound rails will 
be used. There will be one steel bridge of 150 ft. 
span, and three smaller bridges. The company was 
incorporated in Missouri, Jan. 10, with a capital 
stock of $100,000. (Jan. 6, p. 16.) The officers are 
given under Elections and Appointments. (Official.) 


MONTGOMERY, HAYNESVILLE & CAMDEN.— 
Sol. D. Bloch, of Montgomery, Ala., President, has 
gone to New York to place bonds for this line, which 
is projected to run from Montgomery southeast 75 
miles to Camden. Some 11 miles were graded in 
1879. (Oct. 22, 1897, p. 755.) 


MOUNTRIE TERMINAL.—This company was re- 
cently incorporated in Georgia to build a line about 
11 miles long in Colquitt county. M. F. Amarous of 
Atlanta, Ga., is among those interested. 


NORFOLK & YANKTON.—The Yankton (S. D.) 
Commercial Club has sent a delegation to Omaha to 
confer with reference to the completion of this road, 
which is projected to run from Yankton, S. D., 
to Norfolk, Neb., 72 miles. The surveys were com- 
pleted some time ago. There will be one steel 
bridge required over the Missouri River. M. . 
Miller, of Yankton, is the Chief Engineer. (April 2, 
1897, p. 249.) 


NORTHERN PACIFIC.—The extension from Bel- 
mont, Manitoba, west toward Hartney, will be com- 
pleted to that point, a distance in all of 46% miles. 
There will also be a switch connection between the 
N. P. and C. P. RR. of one-fourth mile. The work 
is now completed to Trackend, and business is be- 
ing carried on as far as Minto, 27 miles from Bel- 
mont. Grain elevators are in operation at Muette 
and Dunrea, and others are rapidly nearing com- 
pletion at Margaret and Minto. Rails are laid al- 
most as far as Elgin, the first station east of Hart- 
ney. (Dec. 2, 1898, p. 868.) 


ONTARIO & RAINY RIVER.—Wm. T. H. White, 
engineer in charge of building this line, was in 
Winnipeg a few days ago, and stated that, owing to 
the extreme cold weather, very little progress had 
been made in building the first 20 miles of this line, 
which is projected from Port Arthur west to Fort 
Francis. I*our surveying parties are now out, and 
‘are making progress. A fifth party is being organ- 
ized in Winnipeg to assist in locating the road. This 
party will be in charge of R. A. Hazelwood, who was 
fcr many years on the engineering staff of the C. 
P. R., but is now a resident of Port Arthur. (Dec. 
22, 1898, p. 924.) 


au, 


PEMBROKE SOUTHERN.—This iine, which has 
just been completed from Pembroke, Ont., south- 
west 21 miles to Golden Lake, is to be extended south 
50 miles, crossing the Irondale, Bancroft & Ottawa 
about 10 miles east of Bancroft, to connect with the 
Central Ontario at St. Olo. This will form a direct 
connecting line to Trenton, on Lake Ontario. 


PENNSYLVANIA ROADS.—Attorney H. E. 
Marker, of Greensburg, Pa., and W. H. Rupple, 
of Somerset, Pa., are obtaining right of way for 
building an extension of the Ligonier Valley RR., 
from Ligonier, Pa., southeast about 20 miles through 
the Ligonier Valley, via Mechanicsburg and along 
Lynn’s Run to Somerset, on the Baltimore & Ohio. 
The project is backed by a syndicate which owns 
large tracts of lumber lands, and surveys are to be 
made soon. 


PHILADELPHIA & READING.—The Board of 
Trade of Asbury Park, N. J., has asked the P. & R. 
to build a line to the New Jersey coast resorts in 
competition with the New York & Long Branch, 
now operated by the New Jersey Central and the 
Pennsylvania. 


PORT ANGELES & EASTERN.—Mr. John Leh- 
man, of Chicago, one of the trustees, is reported to 
have notified his associates at Port Angeles, Wash., 
that all the arrangements are perfected to complete 
the enterprise, and ‘that funds will be ready for push- 
ing the work to completion. The company was re- 
cently incorporated in Washington to build a rail- 
road from Port Angeles on the Port Townsend South- 
ern line of the Pacific Coast Co., to run east about 30 
miles to Junction City, Jefferson county. Wm. Mar- 
tell of Port Angeles is one of the trustees. (Jan. 6, 
p. 16.) 


QUEEN ANNE’S.—Right of way is being secured 
for the proposed extension from Queenstown, Md., 
north seven miles to Centreville. (Jan. 6, p. 16.) 


RESTIGOUCHE & WESTERN.—Thomas Malcolm 
of New Brunswick, of the contracting firm of Mal- 
colm & Ross, is reported as stating that 10 miles of 
this line is completed from near Campbellton, N. B., 
to run west about 110 miles to the St. John’s River. 
Work is stopped for the winter months. (Dec. 2, 
1898, p. 868.) 


ST. LOUIS, KANSAS & SOUTHWESTERN.—This 
company, recently re-incorporated as the Kansas 
Southwestern, has secured a charter to extend its 
line from Arkansas City, Kan., south through the 
Osage country into coal fields of Indian Territory. 
Surveys are to be begun as soon as the weather 
permits. The central office of the new company is 
at Kansas City, Mo. (Dec. 30, 1898, p. 940.) 


SIERRA OF CALIFORNIA.—The first four miles 
of the extension into Jamestown, Cal., from Oakdale, 
is completed, and the company is building 10 miles 
more. (Jan. 6, p. 16.) 


SIOUX CITY & OMAHA.—The House Committee 
on Indian affairs on Jan. 12 reported favorably, 
without amendment, a bill authorizing this company 
to buiid its proposed line through the Omahe and 
Winnebago reservations in Thurston county, Neb. 
The section of the line involved is from Decatur, 
Neb., north and west to a point on the north line of 
the reservation in Thurston county. The company is 
authorized to take a right of way of 100 ft., and an 


edditional strip of 200 ft. for stations on each 10 
miles of line. The company was incorporated in 1897 
to build a line from Sioux City, Ia., along the Missis- 
sippi River to Omaha, Neb., about 90 miles. Among 
the incorporators were J. R. Anderson and B. F. 
Fuller of Tekamah, Neb., and Mitchell Vincent of 
Onaway, Ia. (Aug. 20, 1897, p. 595.) 

This company is reported to have completed ar- 
rangements for entry into Omaha, Neb., and _ for 
terminals there. The surveys are also completed. 
The company was incorporated in August, 1897, to 
build from Sioux City, Ia., to Omaha, Neb., about 90 
miles. Among the incorporators were Mitchell Vin- 
cent, of Onaway, Ia., and J. R. Anderson, of Teka- 
mah, Neb. (Aug. 20, 1897, p. 595.) 


SOUTH CAROLINA & GEORGIA.—Oliver & 
Walker, Langley, S. C., have received the contract 
for the 15% miles of the Sumter & Wateree line 
from Sumter, S. C., west to Middletons. There will 
be several bridges and trestles needed. (Dec. 2, 
1898, p. 868.) 


SOUTHERN INDIANA.—Surveys are reported in 


progress for the extension from Greensburg, Ind., 
northeast 52 miles to Richmond. The company 
owns some property in Richmond, and the right 


of way and grade for some miles southwest of that 
point. It is also stated that rails are bought for 
the extension from the western terminus, at Elnora, 
to run northwest 42 miles to Terre Haute, 


SOUTHERN PACIFIC.—This company is employ- 
ing a small force, which is slowly closing the gap of 
about 55 miles along the ocean, between Surf, Cal., 
and Elwood. Only two miles have been completed 
within the last two years, and there is no recent ef- 
fort to hurry the work. It is estimated that the en- 
tire line will cost between $3,000,000 and $4,000,000. 


TALLAHASSEE SOUTHEASTERN.—Surveys are 
reported begun for another section of this line, which 
is projected to run from Tallahassee, Fla., south 100 
miles to the Suwannee River. The first 20 miles is 
completed. James M. Mayo, Ocala, Fla., is Vice- 
President. (Nov. 18, 1898, p. 839.) 


TEXAS PACIFIC.—An ordinance has been intro- 
duced in the New Orleans City Council to repeal cer- 
tain privileges in regard to right of way in certain 
streets. To secure the continuance of these rights, 
this line proposes to pave the streets which it will 
us*, ard rearrange its right of way so as to connect 
with the Illinois Central on the river front. 


TEXAS WESTERN.—This company, according to 
report, will rebuild its line from Houston, Tex., west 
to Sealy, widening it to standard gage. It is pro- 
posed also to extend the road north up the Brazos 
River, and on to Fort Worth. 


TEXAS WESTERN & CIRCLE BELT.—A charter 
is being prepared for this company, which proposes 
to build from Gainesville, Tex., southwest about 75 
miles to Abilene, on the Texas & Pacific. A. B. Don- 
aldson, of Gainesville, is President, and James Gwinn 
is Chief Engineer. 


ULSTER & DELAWARE.—Press reports state 
that this company will build this long-talked-of ex- 
tension from Bloomville, N. Y., northwest about 20 
miles to Oneonta, on the Delaware & Hudson Canal. 
The old grade from Bloomville west will be put in 
repair. 


VANCOUVER, VICTORIA & EASTERN.—Dr. 
Milne, of Victoria, B. C., has been in Ottawa inter- 
viewing the Government with reference to a subsidy 
for this proposed line from the Pacific coast in Brit- 
ish Columbia east about 230 miles to Penticton, and 
thence about 100 miles to Midway to connect with 
the Columbia & Western extension of the Canadian 
Pacific, now building. The British Columbia Gov- 
ernment has granted a subsidy of $4,000 per mile for 
the western end. 


WATERVILLE & WISCASSET.—Chas. H. Cooke, 
Chief Engineer at Waterville, Me., has called for bids 
until 12 o’clock, noon, Jan. 20, for grading this line 
from Weeks Mills, Me., north 13% miles, via China, 
East and North Vassalboro and Winslow to Water- 
ville. The Richmond & Potomac Construction Co. 
has the general contract. (Nov. 25, 1898, p. 853.) 


WESTERN MARYLAND.—Grading, masonry, 
bridging and sub-ballasting have been practically 
completed, and over half the track is laid and fully 
ballasted on the cut-off from Hagerstown, Md., north 
to Altenwald, Pa. The Maryland end of the cut-off 
is incorporated as the Hagerstown & State Line, 
and is 5.3 miles long. The Pennsylvania end is the 
Washington & Franklin, 9.07 miles long, making a 
total length of 14.37 miles. Its maximum grade is 
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Western Maryland Cut-Off. 


37 ft. per mile. It will shorten the route over the 
mountains by nearly 10 miles. It is also stated that 
the company proposes to rebuild the old line of 3% 
miles from Altenwald north to New Franklin. The 
Philadelphia & Reading has also been making ex- 
tensive imvrovements at Shippensburg, and it is 
proposed to use these improvements by the two 
companies for their through line business. (June 
17, p. 445.) 

WEST VIRGINIA.—This company, which was re- 
cently chartered, proposes to build a line from Cecil, 
W. Va., on the Baltimore & Ohio, about four miles 
south of Grafton, to run in a northeasterly direc- 
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tion 20 miles through Sinclair to the coal fields of 
the Preston Coal & Coke Co. It is proposed to 
extend the road later six miles northeast to Rowls- 
burg, on the main line of the B. & O. Surveys are 
reported completed and building is to be begun with- 
out delay. The enterprise is backed by the Preston 
Coal & Coke Co., of which Wm. J. Nicholls, of 
Philadelphia, is President, and John Sliney, of Cor- 
ry, Pa., General Manager, 

WISCONSIN ROADS.—The Empire Logging Co. 
will build a logging road from Lake St. Croix, Wis., 
to a point near Black River Falls, about 25 miles. 





Electric Railroad Construction. 





ALLENTOWN, PA.—Howard E. Ahrens, of Read- 
ing, Pa., the contractor for the Allentown & Kutz- 
town Electric Ry., is reported as stating that six 
miles have been completed, and part of the line is in 
operation. Work has been suspended until spring, 
when plans will be considered for the extension to 
Reading. 


ALTON, ILL.—The Alton Ry. & Illuminating Co., 
according to report, has in contemplation an exten- 
sion of the line, to be made in the spring. 


ATHOL, MASS.—A hearing was given in West- 
minster, Jan. 18, upon the application of the Gard- 
ner, Westminster & Fitchburg Electric RR. Co., 
which has been trying for two years to secure a fran- 
chise over the Narrows route. 


ATLANTIC CITY, N. J.—The Atlantic City Trol- 
ley Co., which proposes to build an electric railroad 
from South Carolina Ave. along Arctic Ave. to the 
Inlet, has declined the franchise offered by the city 
because of too many requirements for street im- 
provements. 


BALTIMORE, MD.—The ordinance authorizing the 
Baltimore & Northern Electric Ry. Co. to extend its 
tracks along streets and private right of way in the 
northern annex, to connect with the City Passenger 
Ry. on St. Paul St. at Huntington Ave., has passed 
the third reading by the First Branch of the City 
Council, and will probably be passed at the next 
meeting. The company offers $3,000 for the franchise. 
Geo. R. Webb is General Manager. The company is 
required to use iron trolley poles, and to pave with 
Belgian blocks the public streets over which its pro- 
posed new lines are to traverse. This will involve a 
cost of about $30,000. (Dec. 23, p. 924.) 

The ordinance granting the City Passenger Ry. Co. 
the right to lay a double track on Chase St., from 
Cathedral to Bond, has been indefinitely postponed 
by the Second Branch of the City Council. The com- 
pany offered $10,000 for the franchise. 


BIRMINGHAM, ALA.—The contract for changing 
the Behring’s Line of the Birmingham Ry. & Electric 
Co. has been let to A. T. Mehaffey & Co., and work 
was begun Jan. 9. The 40-lb. rails which are being 
replaced with 60-lb. on the Ensley Line, are to be 
used on the Behring’s Line, the work to be com- 
pleted by March 1. J. B. McClary, Superintendent. 
(Dec. 30, p. 939.) 


BOSTON, MASS.—The Boston Elevated RR. Co. 
has invited proposals for building the Dudley St. 
terminus, including loop and transfer stations. Bids 
to be opened Jan. 24. The original plans for this 
work have been altered somewhat, and will require 
the approval of the Railroad Commissioners before 
the contract is let. The work must be completed Aug. 
1. (Sept. 23, p. 697.) 


BRADFORD, PA.—At the annual meeting of the 
Bradford Electric St. Ry, Jan. 9, the directors au- 
thorized the purchase of 225 trolley poles, 13,000 ties 
and 10 miles of steel rails, to be used in extending 
the Congress St. Branch to Lewis Run. The work 
will be begun as soon as the frost is out of the 
ground. (Aug. 26, p. 619.) 


BUFFALO, N. Y.—Mr. U. L. Upson, Secretary and 
General Manager of the Buffalo, Hamburg & Aurora 
Ry Co., informs us that 35 carloads of material are 
on the ground, ready to be put in place, and the con- 
tract will probably be let by Feb. 1 for building the 
21 miles of proposed road. The railroad will require 
one steel and four wooden bridges. The proposed 
equipment of the road is 12 closed motor cars and 
six open trailer cars, for which contracts will be let 
March 1. The officers of the company are: Presi- 
dent, Walter Phelps; Vice-President, A. J. Benzing; 
Secretary, Manager and Purchasing Agent, A. L. Up- 
son; Treasurer, L. F. Boies. The plans for the power 
house have not yet been fully decided upon. 


BUTTE, MONT.—The extension which the Butte 
Consolidated Ry. Co. proposes to make will be about 
five miles of double and two miles of single track. 
The right of way has not yet been secured, and there- 
fore plans are not fully determined upon. > ae | 
Wharton, Receiver and General Manager. (Jan. 6, p. 
16.) 


CAMDEN, N. J.—The Camden County Board of 
Freeholders on Jan. 11 authorized the Camden & 
Suburban Ry. Co. to build an extension and use State 
St. bridge over Coopers Creek, providing the company 
pay one-fourth of the cost of the new bridge and 
thereafter pay one-half of all repairs and running ex- 
penses. Wm. S. Scull, President. 


CARROLLTON, KY.—<According to report, $75,000 
necessary for building the bridge across the Ken- 
tucky River at Carrollton has been procured and 
work will soon be begun. The company that is to 
build this bridge is also to build an electric railroad 
which is to operate over the bridge. Myron O. Baxter 
is reported as President, and Martin L. Downs, Secre- 
tary. The proposed road is from Warsaw to Miiton, 
and from Carrollton to English Station. (Dec. 2, p. 
868.) 

CHICAGO, ILL.—Mr. A. C. Frost, Vice-President 
and Treasurer of the Chicago & Milwaukee Electric 
Ry. Co., informs us that they expect to have the road 
between Waukegan and Chicago completed and in 
operation by the middle of June. It will then con- 
nect 15 suburban towns, with an aggregate popula- 
tion of 70,000, on a straight line of 30 miles with Chi- 
cago. The purpose of the company is to eventually 
reach Milwaukee. (Milwaukee, April 22, p. 301; Chi- 
cago, May 20, p. 367.) 

President D. H. Louderbeck, of the Lake &t. 


Elevated RR., in his annual report states that the 
building of the road to Lombard St. will be begun 
as soon as the material can be got on the ground, 


and the whole ready for operation by the date 
named—April 15, 1899. A reduction of $46,151 in the 
deficit was also reported. 


CINCINNATI, O.—The Mill Creek Valley St. Ry. 
Co. on Jan. 5 submitted a new proposition to the city 
to secure the rights for extensions of the line. The 
company desires to extend the road as far as Glen- 
dale and to have it in operation by June. In return 
for the necessary right of way, the company will re- 
build the present lines and furnish new equipments 
and remodel the road. A reduction in the price of 
tickets is also offered. (Nov. 4, p. 805.) The officers of 
the company are: President, L. C. Weir, New York; 
Vice-President, S. M. Felton, Cincinnati; Treasurer, 
W. A. Goodman, Cincinnati; Secretary, O. B. Brown, 
Dayton; General Manager and Chief Engineer, W. G. 
Wagenhals, Cincinnati. 


CLEVELAND, O.—An extension of the Cleveland & 
Eastern RR. from Burton to Andover, 40 miles, is 
being considered. Grading of the line from Burton 
to Gate’s Mills, 20 miles, has already been completed, 
and the road will be finished in the spring. Engineer 
Jones of the company is reported as stating that rails 
and ties and all parts of the equipment, except the 
electrical part, has been contracted for. No stock has 
been sold, the money being furnished by the inter- 
ested parties. H. P. McIntosh is President. (July 8, 
p. 503 

The Cleveland-Warren St. Ry Co. was incorporat- 
ed Jan. 4, with a capital stock of $10,000. The in- 
corporators are: Martin Dodge, S. E. Thorp, J. B. 
Corlett, E. B. Lockwood and J. E. Phelps. 

According to report the Painesville & Eastern Elec- 
tric RR. will be extended from Chardon to Burton. 
W. C. Jones, Chief Engineer, 

According to report several extensions are pro- 
posed by the Cleveland, Berea, Elyria & Oberlin Ry. 
It is proposed to build from Rockport through Linn- 
dale and there connect with the main line at Lorain 
St. A 12-mile extension from. Berea to Medina is 
also considered. The company proposes to refund 
the present indebtedness of $375,000 6 per cent. bonds 
and secure a new issue of $500,000 5 per cent. bonds. 
A. H. Pomeroy, President. 


COLUMBUS, O.—Right of way is secured for the 
Westerville & Worthington St. Ry. Co., between Del- 
aware and Flint, about 15 miles. It is proposed to 
complete the road by July 1, 1900. (May 20, p. 367.) 


CUMBERLAND, R. I.—According to report, the 
time for completion of the Cumberland St. Ry. pro- 
posed between Lonsdale and Cumberland Hill has 
been extended from April 1 to July 1. Thomas A. 
Jenckes is attorney for the company. 


DAYTON, O.—The Dayton & Xenia Traction Co. 
has placed an order with the Carnegie Co. for 5,000 
tons of rails, the shipments to be begun Feb. 1. J. M. 
Wilson, Chief Engineer, Dayton. (Dec. 30, p. 939.) 


EAST ST. LOUIS, ILL.—The Mississippi Valley Ry. 
Co. has made application to the various town councils 
along the proposed line of railroad for franchises. In 
each case franchises for 50 years are asked. On Dec. 
9 application was made to the County Board of Su- 
pervisors at Venice, Ill The company proposes to 
begin work about Sept. 1, and have the road in opera- 
tion a year afterward. 


ELMIRA, N. Y.—H. B. Rhymer of Elmira and Eg- 
bert Shoemaker of Corning are reported interested in 
a project to build an electric railroad between the 
places named, 


FAIR HAVEN, WASH.—The City Council has un- 
der consideration the granting of a 20-year franchise 
to the Northern Ry. & Improvement Co. for an elec- 
tric railroad. The company proposes to pay the city 
$300 a year until the city reaches a population of 3,000, 
then $500 until the population reaches 5,000, etc. 


FORT WAYNE, IND.—The Northeastern Indiana 
St. Ry. Co. was incorporated Jan. 16, with a capital 
stock of $50,000. The incorporators are: F. S. Roby, 
W. E. Griswold, Auburn; I. H. Sherman, S. A. Pow- 
ers, S. A. Wood, W. H. Waller, D. A. Garwood, N. 
Ensley. 

GREENWICH, N. Y.—Joseph A. Powers, Lansing- 
burg, N. Y., promoter of the Greenwich & Schuyler- 
ville Electric RR., writes that nothing has been de- 
termined upon as to the building of the proposed 
seven miles of road between Greenwich and Schuyler- 
ville, Surveys only have been completed and there is 
no prospect of letting contracts soon. (Dec. 30, p. 939.) 


HALIFAX, N. S.—The Bedford Electric Co., com- 
posed of M. Chisholm, E. F. Freeman and others, is 
reported as having in contemplation the building of 
an electric railroad around Bedford Basin, through 
Dartmouth and to Cow Bay. This company secured 
concessions from the last session of the Provincial 
Legislature. The capital stock of the company is 
$250,000. (Feb. 25, p. 149.) 


HAMILTON, ONT.—The Hamilton, Chedoke & An- 
easter Electric Ry. will apply for an amendment of 
the charter and for right of way to build to Brant- 
ford and to change the name of the company to the 
Hamilton, Ancaster & Brantford Ry Co., and also to 
increase the capital stock from $100,000 to $200,000. 


HAMPDEN, ME.—On Dec. 16 the Directors of the 
Hampden & Winterport Electric Ry. held a meeting 
in Bangor, Me., to decide upon the extension of the 
road from Hampden to Winterport and Frankfort, at 
an estimated cost of $200,000. Work will be begun in 
May, and be completed the latter part of July. New 
rolling stock has been ordered, and both road and 
equipment are to be first class. The company has 
had in operation six miles of road from Bangor to 
Hampden since Dec. 1, 1897. H. L. Mitchell, Presi- 


dent, Bangor. 


HARRISBURG, PA.—On Jan. 9, at the annual 
meeting of the Harrisburg & Mechanicsburg Electric 
Ry. Co., control of which was recently secured by the 
Cumberland Valley RR. Co., it was decided not to 
declare a dividend but devote the net earnings for the 
present to betterments of the line. It was unani- 
mously decided that the uncompleted New Cumber- 
land line should be connected at Riverton either by 
completing the present overhead bridge spanning the 
Northern Central tracks, or by building a new line 
up the Pike and across the Rossmoyne St. overhead 
bridge. The various lines will be further improved, 
and in time the extension to Mechanicsburg will re- 
ceive consideration. The old officers and directors 
were re-elected. (July 8, p. 504.) 


KANSAS CITY, MO.—The franchise of the Wyan- 
dotte County Ry. Co. has been transferred to the 
Leavenworth Traction Co. by consent of the County 
Commissioners. The Wyandotte had a franchise for 
the building of an electric railroad from the end of 
the Chelsea Park line of the Metropolitan system in 
Kansas City, Kan., to the Kansas City University. 
The franchise requires that the work shall be begun 
by April 1, 1899, and be completed by Jan. 1, 1900. The 
transfer of the Wyandotte was made by J. S. Chick 
and D. 8. Stephens, officials of the company. 


KITTANNING, PA.—The Kittanning & Ford City 
Ry. Co., which was incorporated last January, with a 
capital stock of $50,000, to build an electric railroad 
from Nealton to Ford City by way of Kittanning, has 
let a contract for building and equipping the road to 
the Altoona Electric Engineering & Supply Co., Al- 
toona, Pa. The proposed road is five miles long, and 
is to be completed and in operation by May 1. F. A. 
Moesta is President. 


KOKOMO, IND.—Mr. Charles L. Harry informs us 
that he has received a franchise for an electric rail- 
road 18 miles long, between Tipton and Noblesville. 
Ind., which will eventually reach Indianapolis, 20 
miles from Noblesville. Mr. Harry is Receiver for the 
Kokomo City St. Ry. and Kokomo St. Ry. Co. (See 
Kokomo, Ind., in Electric Railroad News column.) 


MANISTEE, MICH.—According to report the Man- 
istee, Filer City & Eastlake Ry. Co. is building a 
one-mile extension to a new public park. G. A. Hart, 
President. 


MIDDLETOWN, N. Y.—Frank Lober, the original 
promoter of the Liberty & Jeffersonville Electric Ry., 
is reported as stating that the debts of the company 
will be paid and work begun in the spring on the pro- 
posed road in Sullivan county. 


“MONTREAL, QUE.—The Montreal Island Belt Ry., 
a general passenger and freight railroad of 13 miles, 
has made application for permission to extend its line 
40 miles. W. Harris, President; R. Welsford, 
Chief Engineer. 


NEWARK, N. J.—The North Jersey St. Ry. Co. has 
begun work on the Jackson Ave. branch in Green- 
south along Jackson Ave. to Warner Ave., in Jersey 
big The route extends from Communipaw Ave. 

‘ity. 


NEW CASTLE, PA.—The New Castle Traction Co. 
is reported as considering extensions of the lines dur- 
ing the present year. R. R. Quay, President, New 
Castle, Lawrence county. 


NEW YORK, N. Y.—The State Railroad Commis- 
sioners, at the Fifth Ave. Hotel, continued, on Jan, 
17, the hearing on the application of the Metropoli- 
tan St. Ry. to change several lines and to use either 
electricity supplied by an underground current or 
storage batteries, or motors operated by compressed 
air, upon the following streets and avenues: From 
Lexington Ave. and 96th St. to First Ave., to 938d St., 
to Ave. A, to a point near the entrance to the Astoria 
Ferry; also upon Third St. and Fourth St., between 
West Broadway and Wooster St. (Jan. 13, p. 34.) 
an agreement has been made with the Second Ave. 
RR. permitting the M. St. Ry. to use the tracks of 
that company on First Ave. for the proposed line. 


OSHKOSH, WIS.—The application of the Citizens’ 
Traction Co. for an extension through Neenah has 
been granted by the Neenah Council. The proposed 
line is to enter the city by way of the Ridge road west 
of the city to Lake St., and go through Main, Brien 
and Cedar Sts. and Wisconsin Ave. The franchise is 
for 35 years, but will be void if work is not begun 
within 90 days. Geo. J. Kobosh, President. (Dec. 30, 
p. 939.) 

PARRY SOUND, ONT.—At a meeting of the Board 
of Trade last week a report was presented recom- 
mending the building of the electric railroad to con- 
nect Parry Sound and Depot Harbor, which is esti- 
mated to cost $25,000, exclusive of the cost of a bridge, 
which is ncessary. (Dec. 9, p. 886.) 


PENN YAN, N. Y.—A. T. Hubbell of Baltimore, 
Md., is reported as the promoter of an electric rail- 
road between Penn Yan and Geneva. 


PITTSBURGH, PA.—The Greensburg, Jeannette & 
Pittsburgh Electric St. Ry. has secured right of way 
through Irwin, Pa. The work is to be begun within 
four months and finished in 10 months. C. L. Brinser, 
General Manager. 


PLAINFIELD, N. J.—Mr. F. M. Bacon, of Plain- 
field, informs us that the company in which he is in- 
terested to build an electric railroad from Plainfield 
to Metuchen has not fully decided upon plans. 

The Plainfield St. Ry. has been granted a franchise 
for the extension to Scotch Plains. It seems likely 
that this extension will be continued to Washington- 
ville. (Dec. 9, p. 886.) 


PROVIDENCE, R. I.—The United Traction & Elec- 
tric Co. has made application for a cross-town line to 
connect Knightsville, Auburn and Edgewood. Nelson 
W. Aldrich, President. 


REDONDO, CAL.—In regard to the Los Angeles & 
Redondo Ry. Co. changing the line from steam to 
electricity, we are informed that estimates have been 
made for the work, and it is only a matter of time 
when the work will be undertaken. Nothing is being 
done at present, and the company does not expect to 
get to work on the change very soon. L. T. Garnsey, 
President, Los Angeles. 


ROCHESTER, N. Y.—The State St. Commissioners 
have granted the application of the Rochester & 
Sodus Point Ry. Co. to build an electric railroad from 
Rochester to Sodus Point on Lake Ontario. The pro- 
posed lines of the company will be 42 miles. (Aug. 26, 
Bb. 619; Dec. 23, p. 925.) 


SAGINAW, MICH.—According to report, A. H. 
Swarthout and George Silsby, of Saginaw, are inter- 
ested in a proposed electric railroad to build from 
Saginaw to Flint, and possibly to Detroit. Part of 
this route has already been graded at an expendi- 
ture of about $10,000. 


SARATOGA, N. Y.—According to report, Frank 
Myers of Saratoga is interested in the proposed Sara- 
toga & Northern RR., to build between Saratoga and 
South Glens Falls. He is now endeavoring to secure 
the right of way. 

SCRANTON, PA.—The Scranton Traction Co., 


owned by the Scranton Ry. Co., according to report 
is considering abandoning the Lackawanna Ave. line 
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and will ask the City Council for a franchise to lay 
double tracks on Linden St. to Ninth St., also to use 
the Linden St. bridge. Frank Stilliman, Jr., General 
Manager, Scranton Ry. 


SHARON, PA.—The Valley St. Ry. will probably 
build an extension of two miles from Sharon to 
Trout’s Corner in the spring. Several new cars will 
probably be wanted. A. N. Jolly, President. 


SYRACUSE, N. Y.—The East Side Traction Co. 
has been incorporated with a capital stock of $400,000, 
to operate a 10-mile electric railroad in Syracuse. 
The Directors are: William G. Tracy, George D. 
Chapman, C. M. Warner, F. M. Bontu, G. R. 
Leonard, M. C. Pierce, John T. Nash, Frank J. Webb 
and Clinton S. Carr. 


TORONTO, ONT.—Mr. E. H. Keating, Manager of 
the Toronto Ry. Co., has prepared a report, by order 
of the Directors, on the advisability of building sub- 
urban branches. The probable extensions will be to 
Oakville, Lake Simcoe and Whitby. 


TRENTON, N. J.—The Trenton & Princeton Trac- 
tion Co. was incorporated Jan. 14 with a capitaliza- 
tion of $200,000, to build an electric railroad between 
Trenton and Princeton, nine miles long. The incor- 
porators are ex-Senator George O. Vanderbilt, of 
Princeton; Charles W. Shippee, of Boston, Mass., and 
Julius Garst, Elmer E. Carpenter and Henry Lincoln, 
all of Worcester, Mass. Twenty-five thousand dollars 
has been paid in, and Mr. Vanderbilt says the right 
of way has been procured over private lands. 

At the annual meeting of the Trenton Passenger 
Ry. Co., to be held next week, the advisability of an 
extension through Lawrenceville to Princeton will be 
considered. 


TROY, N. Y.—The Troy City Ry. Co. has been 
granted a franchise for the proposed Mill St. exten- 
sion. (Dec. 2, p. 869.) The company has nearly com- 
pleted the relaying of rails on Sixth Ave., between 
Congress and Ferry Sts., and it is expected that traf- 
fic will be resumed within a week. Chas. Cleminshaw 
is President and General Manager. 


WASHINGTON, D. C.—A bill has been introduced 
in the U. S. Senate for the extension of the George- 
town & Tenalleytown Ry. Oscar T. Crosby, Presi- 
dent. (Sept. 9, p. 657.) 

Favorable action on the bill providing for an ex- 
tension of the Metropolitan RR. has been taken. 
Work is to be begun on the improvements as soon 
as the bill is passed and signed. (Dec. 16, p. 905.) 


WHITE PLAINS, N. Y.—The Tarrytown, White 
Plains and Mamaroneck Trolley Co. has applied for 
permission to build an extension on the Boston Post 
Road to connect with New Rochelle. A hearing will 
be given February 4. (July 8, p. 504.) 


YOUNGSTOWN, O.—The surveys for the electric 
railroad proposed between Youngstown, O., and New- 
castle, Pa., are now in progress. The company which 
is to build this line is reported to be the Youngs- 
town & Newcastle Electric RR., for which Falls & 
Underwood of Youngstown are the representatives. 
(Dec. 23, p. 925.) 








GENERAL RAILROAD NEWS. 


Railroad Earnings. 





Showing the gross and net earnings for the periods 














ending t the dates named: 
Nov. 30. 1898. 1897. Ine. or Dec. 
Illinois Central. - 
Racoon . Gross $2,563,749 $2,563,709 I. 
pees vet woe ne De a 
onths.......... Gross ,839, ,009, . 3 
, sae ceca Net 3,560,929 3,597,918 D. 36,989 
Kansas City, Fort Scott & Memphis, 
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Lake Erie & Western. 
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Missouri, Kansas & Texas. 
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” A oo et 513,982 584,914 D. 70,932 
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Chicago Great Western. 
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Nashville, Chattanooga & St. Louis. 
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1 * -. Net 178,760 151,120 & 27, 
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BALTIMORE & OHIO.—A motion was made in the 
U. S. Circuit Court at Columbus, O., Jan. 13, in be- 
half of John Robinson of Knox County, asking for 
the removal of the receivers on the grounds that 
they were not residents of Ohio at the time of the 
appointment, and that they are not performing the 
duties of receivers according to law. 

H. L. Horton, chairman of the bondholders’ com- 
mittee of the Staten Island Co., announces that an 
offer has been received of 7% per cent. for the 
bonds of the depositors, and that the committee 
has abandoned further proceedings and has re- 
turned to the depositors all the bonds held by the 
committee. The syndicate announces that holders 
of these bonds will receive 7% per cent. if the bonds 
are delivered on or before Jan. 20. (Nov. 25, 1898, 
p. 853.) 

The committee on the first mortgage bonds of 
the Schuylkill River, east side, announces that $4,- 
185,000 of the bonds have been deposited under the 
terms of the circular of Dec. 28, and that the time 
for further deposits without penalty is extended 
to Jan. 20. (Dec. 9, 1898, p. 887.) 


BANGOR & AROOSTOOK.—The Bangor & Pisca- 
taquis loan of 1883, of $300,000, will be redeemed on 
Apr. 1, 1899, at the Merchants’ National Bank of 


Boston. The B. & A., which leases the B. & P., 
has made an issue of $1,500,000 5% bonds to provide 
for this loan and for other bonds and expenses. 
(Dec. 2, 1898, p. 870.) 


CAPE FEAR & YADKIN VALLEY.—The sale of 
this property to the Atlantic Coast Line for $3,- 
110,000 on Dec. 29 has been confirmed by the courts. 
The property is to be reorganized under the name 
of the Atlantic & Yadkin. (Jan. 13, p. 35.) 


CENTRAL ONTARIO.—The Bank of Ontario has is- 
sued a writ against this company, claiming $306,760 
due on certain coupons of debenture bonds issued 


by the company some years ago, and upon which , 


it is claimed interest has not been paid. 


CENTRAL VERMONT.—The Grand Trunk has filed 
its acceptance of the C. V. Company’s bill, passed 
by the last Vermont Legislature. A condition of 
the bill was that the various interests must ac- 
cept it within 60 days. (Nov. 25, 1898, p. 854.) 


CHESTER, PERRYVILLE, STE. GENEVIEVE & 
FARMINGTON.—Leon G. Albert, of Cape Girar- 
deau, Mo., as Special Commissioner, sold this prop- 
erty on Jan. 10 at Perryville, Mo., to Colonel Louis 
Houck, the President, for $100,000. The line as 
completed extends from Clearyville, Mo., to Perry- 
ville, 19.5 miles. It is stated that an extension 
eight miles long is under construction northwest 
along the river to Ste. Genevieve, and that during 
the year the line will be further extended west to 
Farmington and the lead district. 


CINCINNATI, NEW ORLEANS & TEXAS PA- 
CIFIC.—The subject of extending the time of the 
present lease of the Cincinnati Southern has been 
indefinitely postponed by the trustees, to await 
the decision of the courts regarding the powers of 
the trustees of the Southern, which has obtained a 
controlling interest, and of the powers of the trus- 
tees of the sinking fund. (Dec. 16, 1898, p. 905.) 


CINCINNATI NORTHERN.—This company has 
made a long time lease of the Detroit, Toledo & 
Milwaukee and the two lines are to be merged 
Feb. 1. 


CLEVELAND, CANTON & SOUTHERN.—Hiram 
F. Carleton, Special Master at Cleveland, O., has 
advertised this property for sale on Feb. 4, at the 
company’s station in Cleveland, to be offered in 
three parcels. First, the Waynesburg & Canton 
branch, at the upset price of $50,000; second, the 
Cleveland, Chagrin Falls & Northern branch, at 
the upset price of $50,000, and third, the rest of 
the property, at the upset price of $1,900,000. Each 
bidder must deposit cash or certified check of $25,- 
000. (Jan. 6, p. 17.) 


COLORADO & SOUTHERN.—The property of the 
Union Pacific, Denver & Gulf, and the Denver, 
Leadville & Gunnison passed out of the receiver’s 
hands and under the control of the new company 
at midnight, Jan. 11. (Dec. 23, 1898, p. 926.) 


COLUMBUS, HOCKING VALLEY & TOLEDO.— 
J. P. Morgan & Co., New York, announce that va- 
rious security holders must deposit their securities 
with them on or before Feb. 1. (Jan. 13, p. 35.) 


COOS BAY, ROSEBURG & EASTERN.—Spreckels 
& Co., on Jan. 10, filed a complaint in the U. S. 
Circuit Court against this company, asking a re- 
ceiver, on the ground that the company is insol- 
vent, that the road is unprofitable in parts, and 
that the business has no prospect of improving. 
Judge Bellinger issued an order requiring the de- 
fendants to appear and to show cause why a re- 
ceiver should not be appointed. This company’s 
line runs from Marshfield, Ore., to Myrtle Point, 
25.86 miles, with a spur of 1.85 miles to Beaver 
Hill. It was completed in 1894. The capital stock 
outstanding is $625,000, and the funded debt, in- 
cluding coupons due July 1, 1897, $155,340. 


DETROIT & LIMA NORTHERN.—The Wabash on 
Jan. 12 brought suit against this company to com- 
pel a vacation of the tracks from Del Rey to De- 
troit. Should the Wabash win its suit the D. & 
L. N. will lose its terminals at Detroit. The D. 
ia - went into the hands of a receiver Sept. 


GREEN BAY & WESTERN.—The Directors have 
declared an interest payment of 2% per cent. on A 
debenture bonds and the first dividend of 11% per 
cent. on the capital stock out of the net earnings 
of the past year, payable on and after Feb. 15, at 
40 Wall St., New York. 


INDIANA & LAKE MICHIGAN.—This company is 
to be reorganized as the St. Joseph, South Bend & 
Southern, with $500,000 common stock, and $250,- 
000 preferred 5% stock. The first mortgage bond- 
holders are to pay an assessment of 25% on or be- 
fore Feb. 15, receiving par value in new common 
stock, and 25% in preferred. The road was sold 
at foreclosure Dec. 8, to representatives of the 
bondholders for $100,000, the upset price. (Dec. 16, 
1898, p. 905.) 


INTERCOLONIAL.—Mr. Tarte, Minister of Public 
Works in the Dominion Cabinet, says that, although 
the Government has no intention of buying the 
Perry Sound Ry. from its owner, Mr. Booth, yet 
this road will be made a most important link in 
the through line from the Georgian Bay to the 
maritime provinces and the closest and most in- 
timate relations will exist, as much as though the 
Government owned the Perry Sound road. It is 
also contemplated to make the proposed railroad 
from Lake Superior to Winnipeg (the Manitoba & 
Southeastern) another link, with large fleet of 
steamers which will carry grain between Point Ar- 
thur, Duluth and Perry Sound next season. The 
Intercolonial has already taken steps to absorb the 
Canada Eastern into the system. 


IRONDALE, BANCROFT & OTTAWA.—This com- 
pany has brought suit for bonds held by the Bank 
of Bristol, N. C., Messrs. A. D. Benjamin and H. §, 
Mara, which it is claimed were invalidly issued on 
Jan. 5. The plaintiffs moved before Justice Falcon- 
bridge at Osgoode Hall for an injunction to restrain 
the defendants from disposing of the bonds thus 
held. 


LAKE ERIE & DETROIT RIVER.—This company 
has taken over for a period of five years the prop- 
erty and franchises of the United States & Ontario 
Steam Navigation Co., including the car ferry 
Shenango No. 1, and the slip docks at Port Dover, 
Ont., and Conneaut, O. This gives direct connec- 


tion with the Pittsburgh, Bessemer & Lake 
Erie, which is operated under close contract agree- 
ment. 


LITTLE FALLS & DOLGEVILLE.—This road has 
again defaulted on its interest payments. Its out- 
standing bonds are $250,000 first mortgage 6% and 
$100,000 second mortgage. (July 22, 1898, p. 540.) 


LOUISVILLE & NASHVILLE.—Vermilye & Co., 
Boston and New York, offer $10,000,000 of 5-20-year 
4% collateral trust gold bonds, payable Apr.. 1, 
1918, and redeemable on and after Apr. 1, 1903, at 
99 and accrued interest to date of delivery. These 
are a portion of the $12,500,000 collateral trust 
bonds issued last year, and the proceeds have been 
used to retire the $7,070,000 consolidated 7% mort- 
gage bonds which matured Apr. 1, 1898, to reim- 
burse the company for the purchase of the Pa- 
ducah & Memphis Division and for moneys ex- 
pended in additions and improvements. (March 
25, 1898, p. 226.) 


LOUISVILLE, EVANSVILLE & ST. LOUIS CON- 
SOLIDATED.—Receiver Jarvis is reported as say- 
ing that the bondholders of the east end of the 
road will ask for decree of foreclosure by the mid- 
dle of March or first of April. He has asked from 
the court permission to expend about $60,000 on the 
property, including new rails and equipment. 
Judge Humphries, of Louisville, who represents the 
bondholders of the east end division, is also quoted 
as saying that he proposes to ask for a decree 
vf sale April 1. The road went into the hands of 
receivers Jan. 5, 1894. 


MINNEAPOLIS & ST. LOUIS.—Redmond Kerr & 
Co., bankers of New York, representing the syndi- 
cate, have bought $5,000,000 4 per cent. bonds of this 
company, the proceeds of which will be used to pay 
the Wisconsin, Minnesota & Pacific, which is owned 
by the Chicago, Rock Island & Pacific, but operated 
by the M. & St. L. It is stated that $2,500,000 first 
preferred stock of the M. & St. L. will be retired. 


OGDENSBURG & LAKE CHAMPLAIN.—E. H. Rol- 
lins & Sons of Boston and Dunscomb & Jennison 
of New York offer $3,500,000 4 per cent. first mort- 
gage gold bonds, dated Jan. 1, 1899, indorsed by the 
Rutland RR. Co., at 104% and accrued interest. 
In the prospectus it is stated that a new line, the 
Rutland & Canadian, is now building from Rouse’s 
Point, N. Y., south to Burlington, which will form 
the connecting link between the O. & L. C. and the 
Rutland. 

The stockholders of the Rutland road will hold 
a special meeting on Jan. 23 to authorize the pur- 
chase of the bonds and stock and other securities 
of the Ogdensburg & Lake Champlain, and to guar- 
antee the payment of the principal and interest of 
the bonds. 


PENNSYLVANIA.—The stockholders of the Dela- 
ware, the Queen Anne & Kent, the Cumberland & 
Seaford and the Delaware & Chesapeake, all lines 
of the Pennsylvania, have voted to form a con- 
solidation under the Delaware. (Dec. 23, 1898, p. 


PHILADELPHIA, READING & NEW ENGLAND. 
—The Central New England Ry. Co. was incorpor- 
ated in New York, Jan. 12, as successor to this 
company, with a capital stock of $6,000,000, of 
which $3,150,000 is preferred. The new officers are 
given under Electionsand Appointments. It is stated 
that the control of the road has passed into the 
hands of Chester W. Chapin, of New York. Mr. 
Chapin is owner of the New Haven Steamboat Co., 
which plies between New York and New Haven. 
It is further stated that the extension from Tariff- 
ville to Springfield is to be built at once. The re- 
organization carries with it the control of the 
Poughkeepsie bridge system. (Jan. 13, p. 35.) 


REDWOOD & RAILROAD COMPANY.—This com- 
pany is offering for subscription in Boston $250,000 
class A, 6% per cent. preferred accumulative stock 
(subject to call at 110 and interest after five years); 
$250,000 class B, 8 per cent. non-accumulative stock, 
and $125,000 common stock. The prospectus states 
that the total capitalization of the company is 
$1,000,000 of the class A; $1,000,000 of the class B, 
and $500,000 of the common stock. The company 
was formed to acquire and carry on the redwood 
lumber business, and to acquire and operate rail- 
roads, steamship lines and sailing vessels. (See 
Miscellaneous Companies in the Railroad Construc- 
tion column, Jan. 6, p. 16.) The company controls 
a tract of over 20,000 acres of redwood timber, 25 
miles of standard gage railroad, fully equipped, 
and is to buy steamships and build additional mills 
to manufacture 50,000,000 ft. of redwood timber and 
75,000,000 shingles per annum. The officers are given 
under Elections and Appointments. 


ST. LOUIS, CAPE GIRARDEAU & FORT SMITH.— 
The final decree of foreclosure has been entered 
on the mortgages of this company by the Circuit 
Court at Jackson, Mo. The date of the sale is not 
fixed, although it is wnderstood that it will be 
placed in May. The company went into the hands 
of a receiver March 4, 1893. (Dec. 12, 1898, p. 870.) 


ST. LOUIS, INDIANAPOLIS & EASTERN.—This 
property, which extends from Switz City to Ep- 
pingham, IIl., 90 miles, is reported to have been 
bought by the Illinois Central, and that possession 
will be taken Feb. 1. It is further stated that a 
connecting line will be built by the Illinois Central. 


ST. LOUIS, IRON MOUNTAIN & SOUTHERN.— 
This company has issued a call for the $2,500,000 
Arkansas Branch first mortgage 5% bonds of 1870, 
to be paid June 1, at 105 and interest. The inten- 
tion is to unify the existing bond issues, and to 
cover the present transaction. The company has 
sold to the syndicate headed by Henry Marquand 
& Co. $2,500,000 of general consolidated mortgage 
5% bonds. 


ST. LOUIS, KANSAS & SOUTHWESTERN.—For- 
mal transfer of this property to the new company 
was made at Arkansas City, Kan., at noon, Jan. 
9. The Kansas Southwestern is the new company. 
(Dec. 30, 1898, p. 940.) 


ST. PAUL & DULUTH.—Pursuant to the plan of re- 
organization, the company has drawn 2,782 shares 
of preferred stock which are to be retired. (Dec. 30, 
1898, p. 940.) 


SEABOARD AIR LINE.—Judges Wickes and Stock- 
bridge, at Baltimore, Md., Jan. 16, dissolved the 


injunction obtained by Thomas F, Ryan of New 
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York in the United States Circuit Court Jan. 5 to 
restrain the transfer of some 3,000 shares of stock 
of the S. A. L. to the Williams syndicate. (Jan. 13, 
p. 35.) 

SUMMIT BRANCH.—A Philadelphia press report 
states that practically all the security holders have 
accepted the proposition made by the Pennsyl- 
vania RR. for the sale of their holdings. (Jan. 6, 
p. 18.) 


TERRE HAUTE & LOGANSPORT.—N. L. Scudder, 
chairman of the committee of the first mortgage 
bondholders, announces that the committee has 
decided to terminate the agreement of Oct. 15, 
1896, and calls for the surrender of certificates. 
The road was bought by the Pennsylvania Co. on 
Nov. 18, for $1,060,000, and the property transferred 
on Dec. 5. (Dec. 16, 1898, p. 906.) 


UNION PACIFIC.—The stockholders have agreed 
to the proposed increase of $27,460,000 of common 
stock, to be issued in exchange for Oregon Short 
Line stock at par. (Dec. 9, 1898, p. 887.) 


WEST VIRGINIA & PITTSBURGH.—Over 90 per 
cent, of the bonds have assented to the proposition 
under which the road will be operated under lease 
by the reorganized Baltimore & Ohio. (Dec. 30, 
1898, p. 940.) 


WHEELING & LAKE ERIE.—The Fitzgerald reor- 
ganization committee gives notice that the final 
installment of $4 per share on common and pre- 
ferred stock is due and payable on or before Jan. 
30, at the office of the Central Trust Co., New 
York. The property is to be sold Feb. 7. (Jan. 13, 
p. 36.) 


WRIGHTSVILLE & TENNILLE.—At its annual 
meeting in Tennille, Ga., Jan. 10, this company con- 
firmed the recent purchase of the Oconee & West- 
ern, and decided to increase its capital stock to 
$300,000. The Central of Georgia now owns capital 
stock in the W. & T. to the amount of $70,250 and 
will take $103,000 more. 


Electric Railroad News. 





ATLANTA, GA.—Mr. Forrest Adair has been ap- 
pointed Assessor for the Atlanta Ry. Co., and Wal- 
ter H. Harrison has been appointed Assessor for 
the Atlanta Consolidated St. Ry. Co., in the pro- 
ceedings to condemn the right of way for double 
tracks now operated on Mitchell St. by the A. C. 
St. Ry. 


CHICAGO, ILL.—At the annual meeting, Jan. 11, of 
the Northwestern Elevated RR. and the Columbia 
Construction Co., which had the original contract 
for building the road, the stockholders of both com- 
panies were officially notified of the recent loan of 
$4,500,000 secured by the N. W. E. to complete the 
road. To secure the loan it was necessary to make 
the following changes (Dec. 30, p. 940): 


Reduction of the capital stock of the N. E. 


REED BAO 000 G00 U0 on wis 5:0s0s05505senenesenseccesseeus $10,000,000 
Of which there will be: 

EPOLOETON BLOCK v0es 0050555000 sews eesesningssesdvseeene 5,000,000 

CORRE BED cc cincsccsciccneswsvnccenensecesccessves 000, 

Reduction of the authorized bond issued from 
EID OAD cosa nis os waco gb ous ae dais BERNSEN OLA Wa Reee 5,000,000 
The parties making the loan are to receive 

as a bonus: 

PYBLCTTOA BtOCK. ccccscccccccecvececcsscovssscenciccees 1,000,000 

SANDEL MAMIE. 6G bu cde enwcentenndhebeeen ceSpbinmbesee 1,000,000 
Leaving to be divided among stockholders 

upon the final completion of the road and pay- 

ment of the loan: 

PROLOG BODIE sw 05sk-o0sinetenescccnse04scedviecnsccee 4,000,000 

COMICON BODO co cokonsc.ccecentscwestcsissacnassccense 4,000,000 


All the accounts of the C. C. Co. have been paid by 
the N. W. E. and the affairs will be wound up and 
the company dissolved, as it has no further reason 
for existence. Its stock and its business have been 
transferred to other hands for the benefit of the 
elevated company. 

The election of Directors of the N. W. E. was 
practically a confirmation of those who were select- 
ed under agreement at the time the recent loan was 
secured. They are C. H. Blair and W. W. Miller 
for one year, J. C. Welling and E. L. Brewster for 
two years, and Bryan Lathrop, D. H. Louderbeck 
and Clarence Buckingham for three years. 

At the annual meeting of the Chicago General Ry. 
Co., Jan, 9, the following Directors were elected: 
John H. Whitbeck, Charles L. Bonney, Lyman M. 
Paine, Lawton C. Bonney, Glenn E. Plumb, James 
P. Black and N. D. Lawton, of New York. The 
officers elected were: President, John H. Witbeck; 
Vice-President and General Counsel, Charles L. 
Bonney; Treasurer, Lawton C. Bonney; Secretary, 
Joshua I. Jones. 

The financial statement for the year ended Dec. 31 
shows total receipts of $119,739 and expenditures of 
$114,775. 

At the annual meeting of the Chicago City Ry. 
Co., Jan. 16, the proposition to issue an additional 
$2,000,000 capital stock was carried by a unanimous 
vote. (Dec. 9, p. 888.) 


CLEVELAND, O.—The stockholders of the Akron, 
Bedford & Cleveland Ry. will vote on Feb. 6 on the 
plan to make a mortgage for $1,000,000, for refund- 
ing the present mortgage indebtedness, paying the 
floating debt and making extensions and improve- 
ments. There is now an outstanding first mortgage 
of $300,000 6 per cent bonds, (Jan. 13, p. 34. ) 

The bonds to the amount of $700,000 of the Lorain 
& Cleveland RR., which had been held in a pool 
by Cleveland banking institutions, have been sold 
to E. H. Gay & Co., Boston, Mass. 


DAYTON, O.—According to report, the Dayton & 
Western Traction Co., which in June last completed 
25 miles of electric railroad, has been sold to a 
syndicate composed of A. H. Winters, Valentine 
Winters, Charles B. Clegg and Col. D. B. Corwin, 
President of the City Ry. Co., of Dayton. This syn- 
dicate has secured bonds of the company amount- 
ing to $40,000, of which the Central Trust Co., of 
New York, is trustee. They also own $200,000 of the 
capital stock. Valentine Winters will be President 
under the new management, which is believed to 
be in the interest of the City RR. Co. 


DENVER, COL.—Gilbert R. Weir, of North Denver, 
has taken steps to have the sale of the Denver City 
RR. and the West End St. RR. set aside. He 
claims that his bid for the property was $525,000, 
but the road was sold to Frederick P. Olcott, of 
New York, of the Reorganizaton Committee, for 
$500,000. (Dec. 3, p. 926.) 


HARRISBURG, PA.—At the annual meeting of the 
Cumberland Valley Electric Passenger Ry., Jan. 10, 
J. J. Baughman was elected President. The Di- 
rectors are J. D. Landis, W. K. Myers, C. A. Lee, 
Charles D. Stricker, W. L. Gorgas, B. F. Myers, F. 
H. Alleman, J. J. Baughman, J. L. Kaufman, §S. F. 
Dunkle, H. W. Linebaugh and J. B. Skyles. 


JERSEY CITY, N. J.—At the time the Bernard M. 


Shanley and others bought North Hudson County 
Ry., he also bought the controlling interest in the 
Palisades RR., a line of 444 miles, originally char- 
tered as a steam road operating from the north line 
of Hudson County to Fort Lee. Since Sept. 1, 1895, 
it had been operated by the N. H. C. Ry., that com- 
pany furnishing all the equipment. (Jan. 6, p. 18; 
Jan. 13, p. 36.) 


KEYPORT, N. J.—The Keyport & Matawan St. RR. 


Co. has been sold to John Karr and others. The K. 
& W. was chartered in March, 1891, with a capital 
stock of $50,000, of which $30,000 has been issued. 
The company has no funded debt, and has been 
paying a two per cent. dividend. The company, 
according to report, will establish an electric light- 
ing plant in Keyport, and connect the present line, 
which is 3.5 miles long, with the lines of other com- 
panies, 


KOKOMO, IND.—On the application of W. H. 


Stephens, of Detroit, Mich., holder of practically all 
the present loan of Kokomo City St. Ry., Charles L. 
Harry has been appointed Receiver, preparatory to 
foreclosure and the sale of $70,000 new bonds. Mr. 
Harry as Receiver gives notice that all owners or 
holders of bonds or other claims against said com- 
pany, of every nature whatever, shall file the same 
with the Receiver before March 27. Upon failure to 
do so they will be forever barred. The K. St. Ry. 
is capitalized at $100,000, and operates 4% miles of 
railroad. There is a first mortgage of $75,000, issued 
in 1882. The property is advertised for sale on Jan. 
28 at the company’s office, 22 East Sycamore St., 
Kokomo. 


NEWARK, N. J.—The North Jersey St. Ry. Co. has 


secured an injunction restraining the South Orange 
Township from revoking the franchise of the com- 
pany in that city. Halsey N. Barrett, Counsel for 
the company. 


NEW ORLEANS, LA.—The holders of Crescent City 


RR. 5 per cent. bonds are notified by the Reor- 
ganization Committee that the company having 
failed to pay the January, 1899, coupon, the 
committee, through its depositaries, the Continental 
Trust Company of New York, the Fidelity Trust & 
Safety Vault Company of Louisville, and United 
States Trust & Savings Bank of New Orleans, La., 
will advance on and after Jan. 12 upon bonds de- 
posited with January, 1899, coupon attached, $20 
upon each $1,000 bond so deposited. 

In accordance with the plan of reorganization, 
holders of the preferred and common stock of the 
New Orleans Traction Co. are notified to pay on or 
before Jan. 25, the second installment of 334 per 
cent. (Dec. 16, p. 906.) 


NEW PALTZ, N. Y.—Edward Browne has been ap- 


pointed Permanent Receiver for the New Paltz & 
Wallkill Valley RR. Co. in proceedings brought by 
the directors for a voluntary dissolution of the 
company. John G. Graham had been Temporary 
Receiver since Aug. 20 last. The capital stock of 
the N. P. & W. V. is $150,000. There is a first mort- 
gage on the property, held by the Franklin Trust 
Co., as trustee, for $150,000 five per cent. gold coupon 
bonds, issued May 1, 1897. The road is nine miles 
long. The New York office is at 31 Nassau St. 


NEWPORT NEWS, VA.—The Common Council on 


Jan. 5 repealed the franchise of the Newport News 
& Old Point Ry. & Electric Co., which recently 
bought the Newport News, Hampton & Old Point 
Electric Ry. No reason was given for revoking the 
franchise, but the ordinance passed the Council 
without a dissenting vote. President Payne, of 
the company, recently negotiated a loan of $1,000,000 
of the Maryland Trust Co. of Baltimore, Md., for 
the purchase of the N. N., H. & O. P. and for im- 
provements on the system. (Dec. 9, p. 886.) 


PHILADELPHIA, PA.—At the annual election of the 


Philadelphia & Westchester Traction Co., Jan. 13, 
Mr. A. N. Taylor was elected President, succeeding 
J. N. M. Shimer. 


POTTSTOWN, PA.—The Pottstown & West Chester 


Electric Ry. Co., which was chartered in 1895, with 
a capital stock of $500,000, to build an electric rail- 
road 22 miles long between the cities named, but 
which has done nothing in the way of building, 
elected two sets of officers last week. The rival 
Presidents are John S. Shrawder and J. Howard 
Johnson. 


SAGINAW, MICH.—The Saginaw Valley Traction 


Co., with a capital stock of $1,000,000, was incor- 
porated Jan, 7, to take over the Union St. Ry., the 
Saginaw Consolidated St. Ry. Co., which is leased 
to the Union, and the Inter Urban Ry., all of which 
have been under control of a Boston syndicate rep- 
resented by Homer Loring as Receiver of the com- 
panies. The following constitute the new Board of 
Directors: Stanton D. Loring, Boston, Mass; Homer 
Loring, Watts S. Humphrey, George B. Morley, Gil- 
bert M. Stark, Charles S. Smith, Thomas A. Har- 
vey, of Saginaw, Mich. The officers elected are as 
follows: President, Homer Loring; Treasurer, Asa 
W. Field; Secretary, Charles S. Smith. Executive 
Committee, Thomas A. Harvey, Chairman; G. M. 
Stark and George B. Morley; Superintendent, Lloyd 
M. Richardson; Electrical Engineer and Purchasing 
Agent, Henry E. Warren. The Union St. Ry., 
which operates 30 miles of electric railroad, includ- 
ing the lines of the Consolidated, was bought by 
Homer Loring Oct. 15, 1898. 


SYRACUSE, N. Y.—Justice Hiscock on Jan. 6 con- 


firmed the sale of the Syracuse & East Side St. Ry. 
to the Reorganization Committee for $30,000, the up- 
set price. (Jan. 6, p. 18.) 

At the annual meeting of the stockholders of the 
Syracuse Rapid Transit RR. Co., Jan. 8, Charles R. 
Flint, of New York, who was Chairman of the Re- 
organization Committee when the company as now 
eonstituted was formed, was tendered the presi- 
dency of the company, succeeding W. M. Brown, of 
New Castle, Pa. 


WASHINGTON, D. C.—The sale of the Anacostia & 


Potomac River R. R., which had been set for Dec. 22, 
1898, and later postponed to Jan. 16, will not take 
place, the order for the sale having been withdrawn 
by Justice Bradley, on Jan. 11. This action was 


taken in connection with a petition presented by 
Frederick C. Stevens, Oscar T. Crosby and Charles 
A. Lieb, who have obtained control and ownership 
of nearly all the bonds of the A. & P. R. RR. (Dec. 
9, p. 888; Dec. 28, p. 926.) Mr. Crosby is President 
of the City & Suburban Ry., and had been for 
some time trying to secure control of the A. & P. 
R. RR. in the interest of the C. & S. Ry. He re- 
cently secured the Capital Traction and the Belt 
Ry. (Nov. 25, p. 854; Jan. 13, p. 36.) 
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Trafiie Notes. 


The Omaha Commercial Club has sent to the 
United States Senators from Nebraska a strong me- 
— in favor of the passage of the anti-scalping 

At Manitowoc, Wis., about 1,200 cars of flour are 
waiting to be sent east. The boats which should 
carry this flour across the Lake have been hampered 
by drifting ice. 

The Trades League of Philadelphia has sent to 
western and southern cities 1,000 large framed pla- 
cards, to be put in hotels and other public places, 
announcing that tickets to New York allow a 10 days’ 
stop-over in Philadelphia. 


The rate on coal by water from Philadelphia to 
eastern ports, which has been increased for several 
months, has now reached the highest point for sex- 
e1al years. On Monday of this week $1.80 a ton was 
paid to Portsmouth, N. H. 

On Monday last there was a meeting of representa- 
tives of the principal roads of the Trunk Line Asso- 
ciation at the office in New York to consider east- 
bound rates on grain and live stock. A special com- 
mittee was appointed to consider the advisability of a 
reduction in some of the rates, 


The railroads in Central Traffic territory have an- 
nounced a new freight classification, to go into effect 
Feb. 1, under which the minimum weight of ship- 
ments in the fourth, fifth and sixth classes, which 
must be loaded in a car to secure the carload rate, 
will be 30,000 lbs., an increase of 6,000 lbs. on the 
present minimum, 

The reduced rates made by the western roads for 
merchants going to Chicago and to St. Louis to make 
their spring purchases appear this year to be more 
liberal than in any former year. To each city tickets 
are sold during four periods of about one week each. 
To secure the reduced rate there must be 200 passen- 
gers for each “meeting.” 

The Chicago, Burlington & Quincy has abandoned 
the use of mileage books for the use of editors and 
publishers, and hereafter all contracts made with 
newspapers along the line of the road will provide for 
a non-transferable pass, to be made out in the name 
of the proprietor, the manager or the editor. This 
form of pass has been in use for several years on the 
Burlington Lines West of the Missouri River. 

Sir William Van Horne, President of the Canadian 
Pacific, in a speech made in Quebec last Saturday 
night, stated that the Canadian Pacific and other 
roads carrying grain to Canadian ports for export 
were greatly hampered by the high rates asked by 
ocean vessels, much higher than prevail from ports 
of the United States. In 1893 two bushels of Mani- 
toba wheat were sent east via Buffalo to one by 
way of the St. Lawrence River; in 1897 this propor- 
tion was five to one. The Canadian Pacific has 
taken grain to St. John, N. B., at low rates, but there 
was a blockade at that port because the steamships 
were not prompt. 


Chicago Traflic Matters. 
Chicago, Jan. 18, 1899. 


Freight rates from Chicago to all points east are 
in almost unprecedented good condition. Complaints 
by agents that competitors are making secret cuts 
are conspicuous by their entire absence. Passenger 
rates to the East are not in such good shape. The- 
atrical business is very heavy just now, and this 
traffic is always a great demoralizer. West of Chi- 
cago both freight and passenger rates are still ir- 
regular, 

After Feb. 1 homeseekers’ excursions will be a 
thing of the past in Central Passenger Association 
territory, except on ‘the Chicago-Ohio River lines. In 
place of the time-honored homeseekers’ rates will be 
quoted the regular tourists’ rates, which are much 
more remunerative. The homeseekers’ rate has long 
since ceased to fill its original purpose, and the 
eastern roads therefore resolved to abolish it. The 
roads west of Chicago will continue to run these ex- 
cursions. Most of the legitimate homeseekers’ busi- 
ness now originates in Indiana, Illinois and Wiscon- 
sin. The question of abolishing second-class passen- 
ger rates east of Chicago has been referred to a com- 
mittee of the Central Passenger Association, which 
will report at the next regular meeting in February. 

Report comes from the East that the presidents 
of the trunk lines have agreed to make a reduction 
of one-half in the differentials in favor of Philadel- 
phia, Baltimore and Newport News on export grain. 

Officers of the Atchison, Topeka & Santa Fe are 
now figuring on reducing the time of their night mail 
and passenger train between Chicago and Kansas 
City from 13 to 12% hours, or possibly to 12 hours. 
This will be done to protect the company’s mail 
business by reaching Kansas City in time to con- 
nect with the westbound mail trains from the lat- 
ter place over all lines. 

The following table shows the flour, grain and pro- 
vision movement from Chicago eastward for the 
years 1898 and 1897, as reported by the Chicago 
Freight Committee. The statement covers only these 
three principal classes of freight, and it includes only 
such shipments as are carried through to Buffalo, 
Pittsburgh, Wheeling, etc.; but it includes shipments 
from all junctions in Cook County, and some other 
points, including all from the Elgin, Joliet & Eastern: 








: 1898. 1897. 

Roads, Tons. Percent. Tons. Percent. 
BS eI chine eccee 949,308 8.3 141,911 6.3 
c., C., C. & St. L. 283,451 6.7 187,263 7.1 
OE ORS | RR .. 515,181 12.2 262,767 9.9 
Ie i ccdsenacnees - 847,373 8.2 222,326 8.4 
L. S. & M. G..... 580,823 13.7 ; 10.7 
Mich. Central .. 552,629 13.0 389,575 14.7 
N. Y. C. & St. L. 445,260 10.5 288, 2! 10.9 
P. C., C. & St. L. 317,421 1.5 256,442 9.7 
P., F. W. & C... 543,874 12.8 373,775 14.1 
Wabash ......... 301,205 V1 488 9.2 

Total ....cccee. 4,236,520 100.0 2,650,904 100.0 








